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SUGGESTIONS FOR THE PRESIDENT 

The time draws near for the assembly of the new 
Congress—Congress, a few members of which have 
some knowledge of transportation and a desire to be of 
service to the country in solving its problems; a few 
others of which, though having not much knowledge of 
the subject, still desire.to be of service; a few others of 
which, though having, perhaps, the ability to acquire the 
knowledge, if they would, are obsessed with the idea 
that the railroads are predatory and should be dealt with 
as enemies of the public interest; and the others of which, 
knowing little about the matter and caring less, are in- 
fluenced almost solely by the desire to do the popular 
thing and make themselves solid with their constituents, 
not for the benefit of those constituents, primarily, but 
that they themselves may be re-elected. They are too 
indolent of mind and not patriotic enough to seek to 
ascertain the proper course and convince the voters of 
its wisdom. They prefer to take the easy way, to float 
with the tide, and to vote the way that seems, at the 
time, to be most popular. 

President Coolidge will, of course, in his message 
at the opening of the session, say some things about 
transportation and, perhaps, make some recommenda- 
tions for legislation. It is important for the information 
of the members and for the public’s education, which is 
reflected in the action of its representatives, that he say 
the right things and that he say them forcefully. 

If we were writing the transportation part of his 
message for him we would begin by saying that there 
was need for viewing our transportation problem as a 
whole, including not only the railroad phase of it, but 
the inland waterway, highway and steamship phases of 
it as well. Our policy must be co-ordinated in such 
way as that, no matter what we may see fit to do about 
other agencies of transportation, the railroads, on which 
we must place our main dependence for the movement of 


goods and passengers, must be treated constructively 
and fairly. Motor common carriers must be regulated 
and made to pay for their use of the highways; the same 
thing must apply to inland waterway carriers; and the 
government must get out and stay out of business, on 
the ocean as well as on the inland waterways. 

As to the railroads themselves, we would point out 
that, though the transportation act has been a benefit 
both to them and to the public, it has not yet resulted in 
the proper level of revenue for the carriers. If the pres- 
ent method of regulation is to be continued, Congress 
should give its attention, if further laws are needed, to 
means of increasing the revenue or more evenly dis- 
tributing it. If the President does not think more law 
is needed, he might, for the benefit of the regulatory 
authorities and the railroads, point out how, in his opin- 
ion, the situation could be remedied under present laws. 


We would point out the disturbance that has been 
caused by the Hoch-Smith resolution and the danger of 
the theory embodied in it, if it means what it was in- 
tended to mean. We would point out, in this connection 
also, that if there was a depressed condition of agricul- 
ture that gave excuse for the kind of relief contemplated 
by this resolution, that situation exists no longer and the 
resolution should be repealed as based on an incorrect 
statement of facts, a wrong theory of making rates, and 
a cause of unsettled conditions and wasteful expenditure 
of time and money. 

With respect to consolidation, we would say that 
the present law had been productive of little but dis- 
cussion and had proved a hindrance rather. than a help 
in bringing about consolidations, though there has, per- 
haps, been a valuable by-product of education. We could 
advocate, therefore, that the law be amended to make 
permissible any consolidation proposed by interested 
railroads if, after due hearing, it was. approved by the 
Interstate Commerce Commission. We would recom- 
mend also that the machinery by which such consolida- 
tion might be brought about should be provided and 
made easily workable. This would take care of consoli- 
dation in so far as the railroads themselves care to bring 
it about, and also safeguard the public interest. As to 
consolidation further than that, we would point out that 
it could not be compelled and that the benefits expected 
by those who advocate general consolidation are greatly 
exaggerated anyhow; and the vision of all the railroads 
of the country consolidated into a few great systems, - 
the strong with the weak, is an irridescent dream. 


We would also go somewhat into the effect on rail- 
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Points in Alabama—Mobile to Flomaton, inc. 

All Points in Florida, Louisiana and Mississippi 

All Points 

All Points 

All Points 

Common Points Only 

All Points 

All Points 

All Points in Mississippi 

Points in Alabama—Riverton Jct. to Huntsville, inc. 
— York to Selma, inc. 
—Fern Bank to Birminghan, inc. 

All Points in Alabama 

Points in Mississippi—Wallerville to Gatman, inc. 
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Points in Louisiana—Kenner to Norwood, inc. 

Points in Mississippi—Centerville te Natchez, inc. 


Daily Merchandise Cars from Chicago, eo - ~ me 


Weekly Refrigerator Cars from Chicago vis to Laurel, Meridian,Mobile 


Preferred movement given to Import, Export and Intercoastal traffic via Key West, Mobile, 
rt and New Orleans. a facilities at Mobile for expeditious handling to and 
from all piers, wharves and vessels lying in mid-stream. 


Passing records and further information as to rating and routing via G. M. & N. and con- 
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road revenue of the Panama Canal and the country’s 
policy with respect to its operation, and go at least so far 
as to advocate the retention of an elastic fourth section 
of the act to regulate commerce, to the end that the rail- 
roads might, to some extent, under the supervision of 
the Commission, meet steamship competition, instead of, 
as would be the case if the fourth section were made 
rigid, building up the steamship business with one hand 
and tearing down the railroad business with the other. 

We would throw out a little New England caution 
about the unwisdom of rushing enthusiastically into 
waterway projects without reasonable assurance that 
they are needed and would be extensively used. 


Having done thus much, as forcefully and per- 
suasively as possible, we would drop the subject for the 
time. But we have no idea that the President will do 
as much or that what he may suggest will be as sound. 
He has been poorly advised in some matters, and, neces- 
sarily, though he is the President of the United States, 
and an able and patriotic one, some of his ideas are “half 
baked.” It is the fault of those who know better if they 
allow his ideas to prevail without attempting to correct 
them. 


“THE PUBLIC BE DAMNED” 

Many years ago a railroad magnate of note uttered 
the words quoted in the above headline. He may or may 
not have meant them literally or generally, or said them 
at all, but his alleged utterance .brought- anathema on 
his head, both from the public whom he damned and 
from his railroad brethren, who disclaimed, and have 
continued to disclaim, any such sentiment ‘on their part. 
The words have been used as the text) not only for 
attacks on the railroads by their enemies, but for lec- 
tures by railroad heads themselves and by other public 
service and private corporations on the subject of proper con- 
duct by employes toward the public. The feeling expressed 
by the objectionable language has long since passed, at 
least so far as expression of it is concerned, and even, to 


a great extent, actually, because men have come to. 


realize, not only that courtesy and service are due the 
public, as a matter of right, but that courtesy and service 
are the means of making profits in the long run, even 
when the public has to submit to'a monopoly. For there 
are times when even a monopoly has to go to the public 
for remedial legislation or against proposed harmful 
legislation, and at such times friends count. 

And yet, if anyone doubts that considerable of the 
feeling alleged to have been put into words by Com- 
modore Vanderbilt still survives, or, at least, that there 
is considerable practice that could hardly be due to any 
other sentiment, he has only to frequent the theaters, the 
railroad ticket offices and the hotels, at least in some cities. 
What sort of reception, for instance, does plain John 
Smith get when he goes to a theater box office and planks 
down his hard cash for a first-class seat? There are no 
first-class seats left, no matter how early in the sale he 
appears. “Nothing nearer than the fifteenth row,” is 
what he gets. He must then go to a scalper, a hotel, or 
a club to get his seat—and pay a premium. But if some- 
one who knows the manager of the theater or who has 
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some other kind of “pull,” wants a seat, he can telephone, 
even at the last minute, and get it. 

If this same John Smith applies at a hotel for a 
room, for which he is willing to pay the price asked, he 
is greeted by a stony-faced clerk, who says, “Nothing 
doing.” He gets this even when he has written or wired 
for a reservation, and sometimes after he has had a reply 
acknowledging the application. But how many times 
has he suspected and even known that, after he has been 
turned away from the desk, some friend of the manager 
or the clerk, or someone with some other kind of “pull,” 
has been able to get for the asking what he has been 
unable to obtain, with all his pains. 

And how many times has John Smith been unable 
to get a lower berth on a train he must take for urgent 
reasons, because the train is “sold out,” and then known 
of someone else getting two lower berths without trouble 
on the same train? Or how often has he made reserva- 
tion at the ticket office, and then, when he came to take 
it up, found that his reservation had vanished—some- 
times because of “pull” and sometimes because a hust- 
ling, up-to-date traveler has crossed the palm of the 
ticket clerk with a piece of soft money? 


All these things are notorious everywhere that we 
know much about. The executives responsible say they 
do their best, but are powerless to prevent these abuses. 
It may be true. But, without entertaining too high an 
opinion of our own ability, it seems to us that, if we 
owned a hotel, we could see to it that the public was 
served without favor; if we owned a theater, we could 
see to it, if we wished to, that tickets were sold from 
the box office, and nowhere else, except to the extent 
necessary to accommodate the public; if we operated a 
railroad, we could see to it that John Smith got what he 
wanted when he offered to pay for it, if what he wanted 
was there. Whether we think too highly of our ability 
to do this or not, we are at least certain that if we did 
not do it, we would be failures, either on account of in- 
competence or on account of lack of desire to do business 
in the proper way. 

Commodore Vanderbilt may have said an improper 
thing, but he said no more than many of his successors 
are putting into practice. 


RAILROAD ABANDONMENT CAUSES 


Motor vehicle competition has been a minor cause of aban- 
donment of railroads in the opinion of Henry R. Trumbower, 
economist of the United States Bureau of Public Roads, who has 
completed a study of railroad abandonments and their relation 
to highway transportation. 

With logging and mining roads having constituted the ma- 
jority of the lines abandoned since enactment of the transporta- 
tion act in 1920, Mr. Trumbower attributes to exhaustion of 
natural resources the major cause for abandonment. In the 
five-year period covered by the study, competition of motor ve- 
hicles is credited by Mr. Trumbower as having been the cause of 
the abandonment of only ten railroads with an aggregate mileage 
of approximately 104 miles, as compared with a total of 2,438 
miles of line abandoned. 

“It is generally believed,” Mr. Trumbower says, “that high- 
way transportation will be considered an important element in 
the future railroad development of the country. Highway trans- 
portation may make it necessary to make railroad extensions 
into certain territories and it will also make it possible to relin- 
quish the operation of certain low-traffic lines and branches, thus . 
saving money for the railroads and providing the public with 
reasonably adequate transportation service.” 

It is pointed out in the study that in 1916 there were 254,037 
miles of railroad in the United States. That was the peak year 
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and every year since has shown a net decrease in the mileage, 
so that at the end of 1923 there were only 250,222 miles, or 3,815 
miles less than the peak mileage, Mr. Trumbower says, adding 
that as in the seven-year period there was some mileage added 
as well as abandoned, the actual mileage abandoned was greater 
than 3,815 miles. 


Continuing, Mr. Trumbower says, in part: 


This reduction in the railroad mileage of the country has been 
called to the attention of the public by some writers as an indication 
of a condition of general stagnation of the railroad business. More 
recently it has been intimated to be the result of the increased opera- 
tion of motor vehicles over the improved highways. 

In order to determine the significance and economic importance of 
these abandonments, and especially to ascertain the influence of motor 
vehicle operation, the Bureau of Public Roads has made a study of 
the circumstances surrounding the abandonments since 1920, the re- 
sults of which lead to the conclusion that in but few instances has 
highway competition been the primary cause of the abandonment. It 
would be difficult, if not impossible, to determine the causes of the 
curtailments made before 1920, but since that year the information 
— — made available as a result of the passagé of the transporta- 

ion act. 

From 1920, when the act was passed, to May 1, 1925, the Inter- 
state Commerce Commission granted certificates of public conveni- 
ence and pn metenae authorizing the abandonment of 120 lines and 
branches aggregating 2,438.95 miles. 

The abandoned mileage is not confined to any particular sec- 
tion of the country; in every state except eight there were some 
abandonments. The states in which no mileage was relinquished 
were Delaware, Idaho, Kansas, Kentucky, Maryland, Missouri, Ne- 
braska, and Utah. 

In analyzing this situation the abandoned mileage in the various 
sections should be compared with the total railroad mileage. In this 
period, extending over almost five years, the 2,438 miles of abandoned 
railroads appear large when considered alone. If the trackage aban- 
doned were brought together and placed end to end it would reach 
from New York City to Sacramento, Calif. In other words, it is 
equivalent to a transcontinental line of railroad, or, compared in an- 
other way, it is almost equivalent to the Wabash Rai way system 
with its 2,476 miles of line. But when comparison is made with the 
total railroad mileage of the country these abandonments do not take 
on such a large aspect. On December 31, 1919, which was just prior 
to the passage of the law making it necessary for the railroads to file 
applications for the right to abandon lines with the Interstate Com- 
merce Commission, the railroad mileage of the country was reported 
as 253,152 miles. For the country as a whole, therefore, the mileage 
abandoned since 1920 is less than 10 miles for every 1,000 miles in 
existence at the end of 1919. 


While the purposes for which these abandoned roads were built 
are not indicated in every case, it is clear that a majority were 
originally constructed as logging or mining roads. In some cases rail- 
roads already in operation built extensions or branch lines into certain 
sections or territories for the main purpose of tapping timber or min- 
eral resources and in that manner sought to secure traffic consisting 
of the raw materials or products of such resources in their finished 
or semi-finished state. In a great many cases new lines of railroad 
were built for this purpose and connected with lines or branches al- 
ready in existence. The natural resources exhausted and traffic of 
other sorts having failed to develop, these lines and branches have 
been left without sufficient business to warrant continuance. That is 
the simple explanation of the majority of the abandonments. 

The logging and mining roads, both lines and branches, aggregated 
1,351.30 miles, or 55.4 per cent of the total abandoned mileage; and 
of these 1,351.30 miles 62.8 per cent were logging roads. Although the 
abandoned mileage of logging roads was greater than that of the 
abandoned mining roads, the mining roads were of greater average 
length. The lines built as logging roads and abandoned in this period 
averaged 25 miles in length; the lines built as mining roads averaged 
53.38 miles. The same relative difference is noted in the average 
length of branch roads. The logging roads averaged 9.2 miles in 
length and the mining roads 16 miles. Of the 28 lines of logging and 
mining roads which were abandoned 24 were Vg | roads and only 
4 mining roads. The tendency to build separate and individual lines 
of railroad to tap mineral resources was not as marked as the 
tendency to build such lines in order to market timber products. 

In most instances the lines of logging and mining railroads were 
projected and constructed by companies or interests engaged in the 
lumber or mining business and the railroad companies were in fact 
subsidiaries of such industrial companies. The branch lines abandoned 
were constructed in most cases by railroad companies which sought 
in this manner to obtain additional traffic and to meet the industrial 
and transportation needs of shippers. 

The causes leading to the abandonment of this railroad mileage 
are in some instances simple and easily determined; in other instances 
the causes are more or less complicated. The lack of sufficient traffic 
to continue making the ——- profitable or even possible is the 
fundamental reason for abandonment. The causes for the lack of 
traffic are varied. The primary causes cited are: (1) Exhaustion of 
natural resources; (2) competition of other railroads; (3) competition 
of motor vehicles operating on highways; (4) rearrangement of lines 
of railroad; and (5) miscellaneous causes. The reasons for the 
abandonments, grouped according to this classification, are summar- 
ized in Table 6 


Table 6—Primary Causes of Lack of Traffic 


Percent- 


Number of age of Length Percentage 





Cause railroads number miles of length 
Exhaustion of natural resources.. 78 65.0 1,411.20 BPs 
Competition of other railroads.... 14 ps 713.34 29.3 
Competition of motor vehicles.... 10 8.4 104.46 4.3 
Rearrangement of lines of railroad 5 4.1 32.64 1.3 
MEGGSTAMOOUS: 6c cceclsiccvceocccece 13 10.8 177.31 7.3 

TE. Kiwadieeccwciossecemscvees 120 100.0 2,438.95 100.0 


The outstanding fact deduced from this analysis and summary is 
that the exhaustion of the natural resources which furnished the 
bulk of the traffic for these abandoned lines and branches of railroads 
accounted for 65 per cent of the number of abandonments and for 
57.8 per cent of the abaondoned mileage. This one factor was the 
principal cause of the abandonment of considerably more than half 
ef the total abandoned mileage. Competition of other railroads re- 
sulted in traffic losses which brought about the abandonment of almost 
30 per cent of the total abandoned mileage, and it is of special interest 
to note that less than 5 per cent of the abandoned mileage can be 
attributed to motor-vehicle competition as the primary cause. 

Although, as has been shown, the Interstate Commerce Commis- 
sion has authorized the abandonment of a large railroad mileage in 
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the last five years, it should be borne in mind also that during this 
same period certificates of — convenience and necessity were 
issued by the commission authorizing the new construction of 2,673.36 
miles of railroad. This involved the construction of 17 lines aggregat- 
ing 1,159.52 miles and 67 branches aggregating 1,513.84 miles. How 
many miles were actually constructed can not be determined from 
the official reports, but it is reasonable to assume that a substantia] 
portion of this mileage was built and put into operation. 


ABANDONMENT OF LINES 


Application of the Denver & Rio Grande Western to aban- 
don part of its line in Pueblo county, Colorado, has been ap. 
proved by the Commission. 

The Frankfort & Cincinnati Railway Company has applied 
for rehearing on its application for authority to abandon its 
line, which was denied by the Commission. 

The Roanoke Railway Company has applied to the Commis. 
sion for authority to abandon its line of railroad extending from 
Horners, Va., to Thelma, N. C., a distance of 6% miles. Appli- 
cant said the line was built primarily for the hauling of logs 
and timber, and that all the timber available for such trans. 
portation had been cut. 


MOTOR TRUCKS AS RAIL ALLIES 


The Traffic World New York Bureau 


Belief that motor truck transportation has come to stay and 
should be used by the railroads as an ally was expressed by 
Graham C. Woodruff, assistant freight traffic manager of the 
New York Central Railroad, in an address on October 27 before 
the New York Traffic Club. 

Mr. Woodruff said it would be folly for the railroads to 
oppose the expansion of motor truck use and it was necessary 
for railway officials to discover in what field it is most useful 
and turn it to their benefit. There is no reason to believe that 
it will prove to be dettrimental to rail prosperity in a large 


way, he added. Regarding means of cooperation between trucks 
and railroads, he said: 


The handling of merchandise freight from and to small stations 
on branch or on main line by way-freight has been a constant source 
of thought, for the expense was high and the revenue was small. 
Freight could not be allowed to go to a commercial motor truck 
concern for in many districts no such concern existed, and even 
if it did, could haul the tonnage for but a small part of the way. 
Naturally, as a logical result, there came the idea to handle by 
motor truck as a part of the railroad activity for such portion of 
the mileage as would make possible the elimination of way freight. 

Trucking of freight across country to main line stations rather 
than handling through round about branch lines is working out to 
a marked degree successfully. The interchange at junction points 
between connecting lines trucking across town rather than by rail 
transportation through belt lines with many switch movements and 
much delay and expense again is made use of in daily practice. In 
New York the problem of handling freight by truck rather than 
by lightering it to and from steamshfp piers is felt in many cases 
to present economies both in actual money and time. Making de- 
liveries from the larger stations by motor trucks to the smaller sta- 
tions permits of concentration and saving of transportation to a 
marked degree. Handling of unit containers for both carload mer- 
chandise and carload coarse or bulk freight is being worked out in 
certain sections, and would have been impossible, both as to in- 
ception and extension, without the motor truck. One of the cur- 
rent topics of the day is store door delivery and pick-up service. 
Whether or not this is something which will be accomplished and 
whether or not it is something which you and your members Will 
desire to have accomplished is a question not for discussion at this 
time, but obviously when anything is done in this direction, the 
motor truck without question will play its part. 


Mr. Woodruff said the study of possible uses of the motor 
truck in cooperation with the railroads had barely scratched 
the surface and that considerable time will be required to work 
out the solution in its entirety. 





SECURITIES OF D.C. & S. 


The Detroit, Caro & Sandusky Railway Company has been 
autthorized by the Commission to issue $50,000 of common 
capital stock and $100,000 of first-mortgage 6 per cent bonds. 
The carrier asked for authority to issue $85,000 of stock and 
$160,000 of bonds. The Commission said it had previously 
authorized the carrier to acquire and operate a 50-mile line 
from Caro to Roseburg, Mich., formerly a part of the Detroit, 
Bay City & Western line which was abandoned. The property 
of the Detroit Company was bought at foreclosure sale by 
A. Lawrence Mills and John R. Gray for $200,000. The purchaser 
organized the applicant company to which they proposed sale 
of the line between Caro and Roseburg in consideration of 
—— to them by the applicant of $85,000 of stock and $160,000 
of bonds. 

Mills and Gray, the report continued, bought the road for 
what appeared to be the scrap value of it, and that the scrap 
value of the part of the property remaining after sale to appli- 
cant was estimated conservatively at $100,000, which it said 
would indicate the value of the property to be sold to the 
applicant was about the same amount. The applicant maintained 
that the actual value of the property to be acquired by it, 
including an allowance of $25,000 for working capital, was approx: 
imately $213,000. The Commission concluded that the issue of 
securities by the applicant should not exceed $150,000. 
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Current Topics | 
— 


Coal Strike Showing Effects——After nearly two months’ 
duration, the anthracite strike is showing some evidence in 
Washington of its existence other than merely the figures of 
the Geological Survey. The latter show a sharp falling off in 
shipments, right from the start. Cessation in mining and 
almost total cessation of shipments were almost coincident. 
Prior to the strike there was a definite report abroad that the 
anthracite operators had enough coal on hand to supply the 
market, in its normal demands, until about the middle of De- 
cember. Apparently the advance demand for hard coal on the 
part of those who were filling their bins while the filling was 
comparatively easy, caused a marked falling off in the ship- 
ments, or, perhaps, the reports about the liberal supply of coal 
were not accurate. At any rate, the shipments have been rela- 
tively small. When the Commission this week authorized the 
hurried publication of rates on coke and coke breeze from the 
Alabama coke ovens to Michigan, it dealt with the application 
on the ground that an emergency situation had developed be- 
cause of the strike. About the same time, reports began coming 
in that soft coal was going into New England in considerable 
quantities, both high and low volatile moving. The former, 
however, is moving in surprising quantities. The surprise arises 
out of the fact that the Kanawha field, from which it is being 
sold, has not had the benefit of the low rates prescribed by 
the Commission with a view to having New England obtain the 
benefit of low volatile coal. The rate to Boston from the low 
volatile fields is $5.68. The rate from the Kanawha field, how- 
ever, is something more than $7 a ton. Yet the high volatile 
Kanawha coal was moving in such volume that, at the beginning 
of this week, it was reported that more than 600 carloads had 
been sold since October 15, when the $5.58 rate went into effect 
from the low volatile field. Much of that volume was reported 
as being in transit. Low volatile began moving at a volume 
somewhere between 50 and 100 cars a day, it was reported, im- 
mediately after the low rate went into effect. According to 
reports in Washington, the prices of soft coal have risen to such 
an extent, both at the offices of the operators and of the re- 
tailers, that consumers are paying almost as much for soft coal 
as for hard, coal, in normal times. Propaganda undertaken by 
some persons interested in the soft coal part of the industry, 
to keep prices down, it was reported, had been futile. Those 
who advocated keeping down prices argued that it would be in 
the best interest of the soft coal industry if it kept down prices 
and thereby avoided the possibility of governmental agencies 
making suggestions for governmental control of prices. The 
coal industry. has always been the favorite for exploitation among 
those who think, notwithstanding many experiences, that: the 
government can operate it more efficiently and more econom- 
ically than private enterprise. Those in Washington who have 
tried to keep the government out the coal and other businesses, 
have been of the opinion that the industry should so conduct 
itself as to give public men no shadow of an excuse for under- 
taking to put the government into that or any other business. 
Increases in prices, to points beyond what those who have been 
trying to keep them down think are reasonable, it is believed, 
are due, in large measure, to the fact that in 1922 those who 
followed the advice of Secretary Hoover and kept down prices, 
feel it would be futile for them again to try that. They found, 
in that year of double-headed misery for the country, that those 
who put on all the traffic would bear suffered neither business 
nor social ostracism. On the contrary, they kept all they could 
obtain in the way of dropsical prices, but, apparently, the es- 
teem of their fellow citizens as well. In other words, that 
decency did not pay many or very high dividends. That being 
the case, they seem to be willing to play the game on the theory 
that the strike is war and that they are entitled to take what 
they can from the public, which, when prices are below the 
cost of production, cheerfully takes coal at such prices and lets 
the operator sink or swim, as his bankers ordain. The retail- 
ers, apparently, never sell except at the top, regardless of mine 








prices, 





Some Pepper Left.—W. V. Shipley, assistant general passen- 
ser agent for the Baltimore and Ohio at Washington, is one 
passenger traffic official who has not been wholly overawed by 
the inroads the automobile has made on the branch of the busi- 
pop in which he is interested. He has shown some evidence 
eo life and verve such as the old-time passenger man used to 
ri This part of the country sets much store by the county 
bebe County fairs at points in Maryland near Washington have 
ne ao almost national institutions. Therefore, Mr. Shipley, 
on the interests in county fairs, announced a special 

es excursion to the fair at Frederick, Md., the home town of 
ara Fritchie, with reduced fares from fifteen or sixteen 
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points between Washington and Frederick. And this is the 
appeal he made to those, thousands of them, who own automo- 
biles and think it is nice to drive to Frederick, or beyond to 
the heights Braddock crossed on his way to the point in Penn- 
sylvania where he met his defeat because he did not take Wash- 
ington’s advice: “Why use your auto and run the risk of acci- 
dent on congested highways—and worry about the parking 
problem? These low fares are less than the cost of gas, and 
your trip by train will be quicker, safe and comfortable.” An 
automobile dealer and an oil man might challenge his declara- 
tions about the cost of gas and the time to make the trip, but 
they are not points in issue. The point is that Mr. Shipley had 
the nerve to suggest to the owner of an automobile that he was 
foolish to use his machine while the Baltimore and Ohio was 
running a passenger train, special, for hauling folks to the 
Frederick fair, about 52 miles, in two hours and a half for $3.08. 
But in contrast with an excursion fare of $5 for the round 
trip to New York, 228 miles from Washington, the price did not 
seem so low. Three dollars worth of gasoline will carry a 
single passenger more than 102 miles, even in a gas-hog 
autotmobile. 





No Locarno for Federal Trade Commission.—Security pacts 
binding federal trade commissioners not to attack each other, 
except in the usual way of dissents such as judges use to tell the 
public how little the majority judges know about the law, have 
not yet been negotiated. There is, apparently, no Dawes in 
sight to do any preliminary work leading to the making of such 
pacts. These observations about the barrenness of the field, 
from the point of view of the peace dove, are prompted by the 
issuance, by commissioners Thompson and Nugent, of what they 
call a dissent from an order of the majority of the Commission, 
composed of Van Fleet, Tunt, and Humphrey, dismissing the 
complaint against the Larrowe Milling Company. It was given out, 
under seal of confidence, for publication in the newspapers, after 
the correspondents had had time to digest it and get the 
points the dissenters were driving into the official skins of their 
colleagues. It is a 15-page, single-spaced, typewritten document. 
It does not look like dissents written by interstate commerce 
commissioners or justices of the Supreme Court of the United 
States. In places it looks like a newspaper story. It is written 
in the third person and not in the first, as is the style in dissents 
about which no question is raised as to form or substance. The 
dissent of the two commissioners is strange in substance in that 
it criticises, almost to the point of implying negligence, or some- 
thing worse, of the chief counsel of the Commission in the 
making of a stipulation of facts in lieu of the taking of testimony, 
just as if the chief counsel were a person with power to do or 
not to do, instead of being merely an employee, under com- 
pulsion to do what his superiors may tell him, or resign. “In 
spite of the foregoing facts,” said the dissenters, after listing 
what they called facts, “the attorney for the Commission en- 
tered into a stipulation, which does not include many of the facts 
hereinbefore set forth as evidencing a combination and con- 
spiracy to suppress competition” in the marketing of sugar 
beet pulp. In other places they “play up” the fact that Charles 
B. Warren, nominated by President Coolidge to be Attorney-Gen- 
eral, but not confirmed, was the head of one of the defendant 
beet sugar companies, as if that fact tended to prove conspiracy, 
instead of implying, to some, that the dissenters tried to give 
the dissent a political tinge. At any rate, as before observed, 
there has been no Locarno for the federal trade commissioners. 
They fight in nearly every case, and the political line generally 
appears to be the line of cleavage. 





Assessment by Guess.—Appearing before the ways and 
means committee of the House of Representatives, which is 
framing a tax reduction bill, Wilson Compton, speaking for the 
National Lumber Manufacturers’ Association, coined an attract- 
ing phrase to describe the methods he said were used by the 
treasury in assessing the capital stock tax.. He said the law, 
as administered, based the tax on either the value of the net 
assets, value of shares, capitalized net earnings or an “estimate. 
of fair value.” He said the law was inherently incapable of 
just and equitable application, the revenue bureau not being 
bound by the facts returned by the tax payer, no matter how 
honestly or accurately made. He said it might reject or ignore 
any criterion of value that the tax-payer might report. That, 
he suggested, was assessment by guess. He said it was not in 
any way related to income and, therefore, was an imposition 
on property although the Constitution forbade such imposition. 
He argued for repeal of the tax. To illustrate his point. about 
assessment by guess, he said the timber of a southern company 
had been computed at $12 a thousand, it being developed that 
the assessing authority had obtained its idea of value from a 
newspaper clipping quoting some owner as selling his timber 
at $15 a thousand feet. A northern hardwood company had been 
taxed at $15, he said, when it was selling at $6 and $7 a 
thousand. His thought, on the merits of the matter, was that 
federal taxes on corporations should be only on income and not 
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on income and property, as at present, in violation of the spirit, if 
not the letter, of the Constitution. 





High Cost of Lawlessness.—Lawlessness—not all on one 
side, either, if reports about the doings of dry agents are half 
accurate—takes large toll from the pocket of the unfortunate 
sick person whose doctor prescribes whisky for what ails him. 
Facetious reference in this column, October 3, to the Louisville 
and Nashville’s high cost of guarding less than carload ship- 
ments of whiskey, has brought out the fact that the distiller 
who sells and ships in accordance with law gets only $6 to $7 
a gallon for liquor, which, even pre-war, brought almost that 
much—that is, for eight and twelve year old product. The 
drug store sells that whiskey for $3 a pint; that is to say, at 
the rate of $24 a gallon, or an advance of 400 per cent. As 
medicine it is more expensive than any of the ordinary remedies 
for ordinary ailments. None of the expense of guarding the 
shipments is borne by the drumggist. That price is probably 
made on the assumption that the wholesaler is entitled to $100 
per cent profit, which brings the price of the eight year old 
whiskey to about $12, and that any lower percentage to the 
retailer would be ridiculous; hence the price equal to $24 a 
gallon for something the cost of production and storage of 
which for eight years, probably did not exceed $1. Much of the 
cost, to the wholesale drugist, is represented by the tax collected 
by the government, on an article, now that there is prohibition, 
may be used lawfully, as medicine only. The arts use alcohol, 
not whiskey. The latter, if good, according to pre-Volstead 
days, is water and grain alcohol, fifty-fifty, colored and flavored 
to taste, regardless of the manner of production. That is what 
President Taft had to decide was whiskey, back in 1909, when 
the question that agitated folks, was, what, not where, was 
whiskey. A. E. H. 


NAMES MADE ODIOUS 
Editor The Traffic World: 

Referring to the article on page 943 of The Traffic World 
of October 24, under the tile, ““Names Made Odious:” 

While I do not think that the railroads entertain any secret 
grief over such technical notoriety as occurs in the instance 
of the Atchison, Topeka & Santa Fe, nevertheless a moral in- 
justice is probably done in too prominently identifying a rail- 
road that may not have any serious interest in a general com- 
plaint because it has the alphabetical prominence that the Santa 
Fe and other roads mentioned occupy. 

I think that, as a matter of moral justice, and there cer- 
tainly is no legal question involved, naming the principal rail- 
roads against whom a complaint is brought is decidedly more 
proper procedure than selecting from the list of defendants the 
one that stands at the head of the alphabetical list. I have 
drawn several complaints in which I have done the very thing 
that your correspondent suggests the Commission could accom- 
plish by framing a rule—that is, naming the entire alphabetical 
list of the defendants and then identifying by name the carrier 
whose principal interest is involved. 

Probably, if more shipper litigants before the Commission 
followed the rule of naming the defendants against which the 
burden of their charge rested, there would be an entirely dif- 
ferent complexion thrown on the list of reports made by the 
interstate and state commissions. Certainly, from a standpoint 
of moral justice, if the proposal may contain enough merit to 
warrant its consideration in that light, the responsibility for 
alleged violations of the act, where a number of the carriers 
are involved, would be more accurately described. 

There is another point that, while it does not have to do 
strictly with the intent of the article, nevertheless would create 
a considerable saving in the printing bills and consequent gen- 
eral expense of formal cases, of which there is altogether too 
much, and that is, due to the fact that carriers change con- 
currence and forms of concurrence in tariffs almost overnight, 
it is almost absolutely necessary, where any appreciable num- 
ber of railroads are named as defendants, to send the list to 
the Commission for eheck before filing a formal complaint, and 
then, perhaps, by the time it is returned from the Commission 
to the complainant, there will have been several changes made 
by the railroads. 

A suggested remedy from the present evil is that, by amend- 
ment to the law, complainant would be required only, as in 
filing suits for loss and damage, to bring in the initial or bill 
of lading carriers and refer, as to the other carriers made de- 
fendants, to the tariffs under attack. This would be a step in 
the direction of simplification and effectiveness that would cre- 
ate a considerable saving in the Commission’s time and the 
shipper’s money and would relieve the Commission’s already 
overburdened staff of what amounts to an unnecessary volume 
of detail. 

As conditions now exist, either the complainant must rely 
on what he hopes to be the latest information as contained in 
his file, or the Commission’s staff must be put to the consid- 
erable expense of checking his list and returning it to him with 
no hope at all that, by the time the checked list reaches the 
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complainant, there will not have been some changes made by 
the railroad. It is my belief that the above is in the direction 
of fairness and economy toward which the efforts of the Com- 
mission, the railroads, and the shippers are supposed to be 
directed. R. L. Tuttle, Traffic Manager, 


American Box Board Company. 
Grand Rapids, Mich., Oct. 27, 1925. 


TRANSPORTATION BY WATER 


T. C. Powell, president of the C. and E. I. Railroad Company, 
in a recent address before the St. Louis Railway Club, advanced 
the following proposed solution of the problem of adjusting the 
rates of transcontinental rail carriers in competition with vessels 
using the Panama Canal: 


_ The remedy which I propose must, to some extent, find its support 
in public opinion especially from this section of the country rather 
than-in new laws. 

First—I propose that the Commission shall establish to and from 
the Pacific Coast and in the Western States generally, a scale of rates 
inbound and outbound and within the territory which in the opinion 
of the traffic experts of the Commission staff and of the railroads will 
be reasonably certain to bring a net operating income equal to 5% 
per cent on the property devoted to transportation. This is the first 
obligation and should be first accomplished. 

Second—That after an investigation, the Commission shall fix the 
scale of rates applicable by joint rail and water service, which in the 
opinion of the Commission will fairly apportion to the said rail and 
water routes, a proper share of the traffic. 

Third—That after obtaining accurate reports of the traffic handled 
by the all water lines from port to port and after conferences with 
the officials of said water lines, the Commission shall promulgate for 
the information of the public, a relative scale of rates on the traffic 
which is competitive with the all-rail, or the joint rail and water 
lines, to and from points in Continental United States, but that as to 
traffic which has been solely created by the port to port service and 
cannot properly be called competitive with the all-rail or joint rail and 
water routes, the Commission shall not publish any approved scale of 
rates. 

Fourth—The relative scale of rates above provided for shall be 
promulgated in such way as to give, in the opinion of the Commission, 
all the necessary publicity thereof to the shipping public, and to all 
carriers interested, and shall be so adjusted as to give to the all-water 
lines a fair proportion of the through competive traffic after making 
pt et for all cargo not competitive, but accessible, to the all-water 
carriers. 

Although the law does not give to the Interstate Commerce Com- 
mission the power to regulate port to port rates or regulations, includ- 
ing traffic handled within the switching district of any port, it does 
give the Commission power to take advantage of the exception to the 
fourth section of the Interstate Commerce Act, commonly known as 
the “long and short haul provision’ and thereby give relief to the car- 
riers subject to the Act from the operation of Section 4—and it is 
part of this proposal that the Commission shall establish a continuous 
supervision over the traffic handled by the all-water lines, and 
wherever there is any indication that the water lines are handling an 
undue proportion of the competitive traffic, the Commission shall han- 
dle the situation in friendly conference with the water lines and fail- 
ing to secure any satisfactory result, shall promptly authorize the all- 
rail carriers and the joint rail and water carriers under its jurisdiction 
to meet on short notice, by appropriate tariff publication, the all- 
water rates, simultaneously giving relief from the fourth section, 
to the extent rendered necessary by such authorization. 

If and when the all-water lines give notice of their purpose to 
advance their rates, the Commission should then authorize an advance 
in the all-rail and joint rail and water rates relatively without waiting 
for any submittal by the rail carriers or joint rail and water carriers 
provided for by Paragraph 2, Section 4, of the Interstate Commerce 
Act. 

I believe this plan would be successful in maintaining active com- 
petition by all routes. Furthermore, it would remove the discrimina- 
tion now existing against the Middle West and which always will pre- 
vail if the present lack of supervision continues. 


RAILROADS USE TELEPHONE 


The telephone is rapidly taking the place of the telegraph in 
the control of trains and for the transmission of other business 
by the railroads, the telephone and telegraph section of the 
American Railway Association was told at its convention in New 
Orleans this week. 

In a report submitted by the communication development 
committee, it was stated that, while the telegraph would always 
be used for the transmission of certain business, the telephone 
was rapidly becoming the chief means of communication. Train 
orders are now being transmitted by telephone on more than 54 
per cent of the railroad mileage of this country, there having 
been a constant increase in the telephone mileage in recent 
years, according to the report. On January 1, 1919, reports 
showed 46 per cent. There has been a marked increase in the 
use of the telephone since the end of federal control, the com- 
mittee said. 

Railroads are making tests with the radio to determine 
whether it may be used for practical purposes in certain phases 
of railroad communication, according to a report of the com- 
mittee on radio and wire carrier systems to the telegraph and 
telephone section. The committee said that thus far the atten- 
tion of the carriers had been directed principally to the devel- 
opment of a wireless telephone set that would bring both ends 
of freight and passenger trains into communication and also to 
afford communication betwee nrailroad-owned tug boats and 
harbor craft and central offices so as to avoid docking of such 
craft to establi shcommunication. One of the middle western 
railway systems is now using radio equipment on five car fer- 
ries engaged in lake transportation, according to the report. 
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Decisions of Interstate Commerce Commission 


PENALTY DECISION AFFIRMED 


The Commission, by division No. 3, in No. 13694, Stetson, 
Cutler & Co. vs. New York, New Haven & Hartford, mimeo- 
graphed, has affirmed its original finding, 91 I. C. C. 3. The 
finding was that the application of penalty charges for the de- 
tention of two carloads of lumber, in June and July, 1921, one 
at Pawtucket, R. I., and the other at Providence, R. I., which 
were later reforwarded to South Providence, R. I., was not ille- 
gal. It found that the two cars were entitled to the benefit 
of a through rate of 22 cents from Stockbridge, Mass., the point 
of origin, to South Providence, plus the reconsignment charge 
of $7, and said the overcharge should be promptly refunded. 
The charges were assessed on the basis, in one case, of 22 cents 
to Pawtucket, plus 12.5 cents beyond, and the other of the 22- 
cent rate, plus 11 cents beyond Providence. 

The question was as to whether the cars were reshipped or 
reconsigned. In the original report, the Commission said that 
that question was fully discussed. The complainants, at the 
further hearing, the Commission said, again pointed out that they 
sent new bills of lading to the defendant’s agents at Providence 
and Pawtucket, and sought information as to the charges due. 
They emphasized, the Commission said, the fact that they in- 
structed the agents to make new shipments and urged that the 
defendant not be permitted to profit by the failure and refusal 
of its agents to follow the instructions. 

If the movements were reconsignments, said the Commis- 
sion, the penalty charges were applicable; if reshipments, their 
application was illegal. The Commission said that in its original 
report it pointed out that if a shipper was to avail himself of 
the advantages of reshipment instead of reconsignment there 
must be two shipments without the carrier or its agent acting 
for the shipper. It said the record showed that the cars were 
placed for delivery on the New Haven team track and that they 
had not been unloaded or accepted. 


ILLINOIS STATE RATES 


In a supplemental report on further hearing, written by 
Commissioner McChord, on No. 11703, in the matter of intra- 
state rates within the state of Illinois, opinion No. 10688, 102 
I. C. C. 232-4, the Commission, on petition of the Old Ben Coal Cor- 
poration, has so modified the first order in this case, 60 I. C. C. 
92, dated January 11, 1921, as to exempt from its provisions, 
intrastate rates on lumber, railroad ties, and mine props, in 
effect January 11, 1921, from Ava to Sesser, Christopher, West 
Frankfort, Johnston City and Buckner, Ill. The exception was 
based on a finding that the rates had not been unduly prefer- 
ential of persons or localities in intrastate commerce or unduly 
prejudicial to persons or localities in interstate commerce, or 
to have resulted in, unjust discrimination against interstate or 
foreign commerce. 

The federal order that has been modified was limited to 
the establishment, by the carriers of rates on intrastate com- 
merce not greater than corresponding rates on interstate com- 
merce. It was vacated in April, 1923. 


The petitioner set out that it had obtained orders of repara- 
tion on mine timbers and things like that supplied from Ava to 
the other points mentioned, from the Illinois Commerce Commis- 
sion, but that the carriers had refused to pay reparation on ship- 
ments between Jan. 11, 1921, the date of the federal body’s order, 
and June 9, 1921, claiming they could not pay the reparation 
except upon order from the federal body. Upon that statement 
the Commission reopened the case to determine whether the 
rates in question unduly preferred intrastate commerce to the 
undue prejudice of interstate commerce. Mr. McChord, in his 
report, said the rates in question had been shown to have 
been higher than interstate rates from and to Illinois points 
and from points in neighboring states for like traffic for similar 
distances, although the interstate rates had been increased ap- 
proximately 40 per cent in 1920. 


STEAMER COMPLAINT DISMISSED 


An effort by the Detroit and Cleveland Navigation Company 
to compel railroads to enter into joint rail-and-water route and 
arrangements with it from points in Michigan via Detroit, to 
Cleveland and Buffalo, has come to naught. The Commission, 
by division No. 3, has dismissed No. 15970, Detroit and Cleve- 
land Navigation Company vs. Michigan Central et al., mimeo- 
graphed, finding that the establishment of through routes and 
joint rates on rail-and-water traffic, from Michigan points, via 
Detroit, to Cleveland and Buffalo, based on differentials under 
the all-rail rates was not necessary or desirable in the public 
interest. It found the failure of the defendants to establish 





such routes and rates not unjustly discriminatory or unduly 
prejudicial. 

The navigation company sought the estaablishment of rail- 
and-water rates lower than all-rail, from points in the lower 
peninsula of Michigan to Cleveland and Buffalo, the eastern 
termini of its lines, it having eight sidewheel steamers of large 
size, plying between Detroit, Cleveland and Buffalo. 

This denial was made, although for about twenty-five years 
prior to federal control defendants maintained joint rail-and- 
water rates with complainant between points in the lower penin- 
sula and Cleveland, based on differentials under the all-rail rates 
between the same points of two cents on the first, second and 
third classes and one cent on the other classes; and to Buffalo 
of three centts on the first three classes, two cents on fourth 
and one cent on the fifth and sixth. In the latter part of 1917, 
the report said, these differentials were abolished and the rates 
placed on the all-rail basis. In October, 1918, the report said, 
the Director-General restored the differential basis westbound, 
but left the eastbound rates on the all-rail basis. The com- 
plainant sought the restoration of the old eastbound adjustment 
on the ground that it was not able otherwise to obtain its share 
of the traffic from the lower peninsula. It showed that in 1915 
it received from its connections 13,177 tons, while in 1923 its 
receipts from them amounted to only 2,490 tons. 

Defendants said that if they had been consulted regarding 
the restoration of the differentials on westbound traffic, they 
would have opposed it and that if discrimination should be 
found by reason of the westbound differentials, they would de- 
sire to remove that discrimination by the cancellation of the 
differentials. In disposing of the case the Commission said: 


In support of its allegations of undue prejudice and unjust dis- 
crimination complainant relies mainly on the fact that shippers at 
points of origin in lower Michigan are deprived of whatever bene- 
fits they might derive from differential rates while those located 
at Cleveland and Buffalo may avail themselves of such benefits. It 
cites White Star Line vs. N. Y. C. R. R. Co., 63 I. C. C. 473, wherein 
we found that the refusal of certain defendants to establish through 
routes and joint rates with the complainant therein was unduly 
prejudicial. But in that case it was shown that the defendants 
participated in through routes and joint rates with a competitor 
of complainant, and the allegation of undue prejudice was clearly 
established. Prejudice is rarely undue unless the parties prejudiced 
and_those preferred are upon a competitive basis. Complainant has 
made no showing that such a condition exists here; nor do the facts 
of record support the allegation of unjust discrimination. 

Complainant’s contention that the establishment of the through 
route and joint rates sought is necessary and desirable in the pub- 
lic interest rests to a great extent upon the testimony of a num- 
ber of representatives of shippers located in southern Michigan. 
This testimony was to the effect that if the differential should 
be restored these shippers would use the boat lines on account of 
the saving in transportation charges. Practically no evidence was 
offered tending to show that the all-rail service was inadequate 
or unsatisfactory. In the White Star Line case, supra, we found 
that the establishment of the rates sought was desirable in the 
public interest, but the record in that case contains ample evidence 
that the service afforded by the defendants therein was unsatisfac- 


tory. The reasonableness of the all-rail rates is not in issue in the 
present case. 


ACTUAL-VALUE RATE CASE 


An order of dismissal has been made in No. 15547, Woolner 
Distilling Co. vs. Director-General, Minneapolis & St. Louis et al., 
mimeographed, the Commission, by division No. 3, findng that 
shipments of whisky, alcohol, brandy and gin, carloads, from 
Peoria to Minneapolis and St. Paul, between March 8, 1918, and 
June 12, 1919, were not overcharged. The complaint alleged 
the rates imposed were unjust, unreasonable, unjustly and un- 
duly discriminatory and inapplicable. The testimony and the 
argument on brief, the Commission said, went wholly to the 
question of the applicable rates and that therefore it was not 
ae to consider the other questions. Reparation only was 
sought. 

Second class any-quantity rates of 50 cents prior to June 25, 
1918, and 62.5 cents thereafter were applied. Contemporane- 
ously there were specific commodity rates of 30 cents and 37.5 
cents on these liquors, in carloads, minimum 24,000, when “actual 
value not exceeding $2.50 per gallon.” There was no specific 
requirement that the shipper declare the value in writing. The 
shipper declared no money value and, the report said, the record 
did not disclose the true value. With Commissioner Hall dis- 
senting for the reasons set forth by him in the case cited by the 
Commission as controlling, the Commission disposed of the 
matter by saying: 


Complainant contends that as the commodity rates were not 
authorized by us the restriction as to value in connection with 
those rates is void under the provisions of section 20 of the aet, as 
amended, and that the rates stripped of such restriction were appli- 
cable on its shipments. In support thereof it cites U. S. Industrial 
Alcohol Co. vs. Director General, 68 I. C. C. 389; North Packing & 
Provision Co. vs. C., M. & St. P. Ry. Co., 69 I. C. C. 235; 80 I. C. C. 
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737; Waco Chamber of Commerce vs. Director General 73 I. C. C. 
708, and Bloom & Co. vs. Director General, 80 I. Cc. C. 283. 

Defendant contends that these liquors were of a greater value 
than $2.50 per gallon, and that the rates charged were applicable 
thereto. He insists that there is no inhibition in the act against 
the establishment of rates based upon the actual value of the com- 
modity shipped; that there is no intent or purpose here to limit 
defendant’s liability for loss, damage or injury to the property, with- 
in the intendment of section 20 of the interstate commerce act; 
that it is proper to give consideration to the value of an article in 
the establishment of rates; and that the rates published on liquors 
of actual value not in excess of $2.50 per gallon are in accord with 
the word and spirit of section 20 of the act. He cites American 
Stockmen’s Supplies Asso. vs. C., R. I. & P. Ry. Co., 83 I. C. C. 
334, and Climax Molybdenum Co. vs. Director General 61 I. C. C. 
369 


In Crown Overall Mfg. Co. vs. Director General, 100 I. C. C. 
471, decided July 6, 1925, upon reconsideration of the matter of 
rates graded according to the actual value of the commodities 
shipped, which do not operate as a limitation upon the shipper’s 
right to recover for the full, actual loss, damage, or injury to 
the property transported, we held that actual-value rates and re- 
leased rates may be fairly and effectively differentiated, and we 
applied the actual-value rates as published. 

We find that this complainant has not shown that its ship- 
ments were of a value entitling them to the application of the 
commodity rates, and that the shipments are not shown to have 
been overcharged. The complaint will be dismissed. 


AUTOMATIC TRAIN CONTROL 


The Commission, in further hearing on No. 13413, in the 
matter of automatic train-control devices, mimeographed, has 
denied the petition of the Great Northern requesting relief from 
the order of January 14, 1924, requiring the installation of auto- 
matic train-control devices on a full passenger division between 
St. Paul and Glasgow, Mont. As amended, upon request of the 
carrier, the order permitted installation between Williston, N. D., 
and Wolf Point, Mont. 

According to the report, the Great Northern contended that 
installation was not justified because of the physical charac- 
teristics of the road; the character and small volume of business 
handled; the small risk of danger to passengers and employes; 
the freedom from accident of such character as automatic train- 
control devices would prevent; its financial condition, it having 
earned less than the permitted 5.75; and the additional safety 
now provided and being provided by installations of automatic 
block signals. The Commission said that it might be said that 
these specific matters were presented by the Great Northern in 
the hearings held in connection with the first order, the one 
under discussion being the one requiring the equipping of a 
second passenger division. 

In its report the Commission set forth that since November 
15, 1911, its bureau of safety had investigated 11 head-on and 
rear-end collisions on the Great Northern which had caused the 
death of 24 persons and the injuring of 95. It said they occurred 
on divisions on which there were no automatic block signals. 
It said that on the part of the road selected for the second in- 
stallation only one accident was reported in the period 1920- 
1924, and that that was in 1922, when a rear-end collision be- 
tween freight trains which caused damage to railroad property 
estimated at $2,022. 

Commissioner McManamy, dissenting, and Commissioner 
Esch, concurring, debated the question whether the order should 
or should not stand, the former, who used to operate locomo- 
tives, contending against the order, and the latter, one of the 
authors of the law, in favor of it- Commissioners McChord and 
Cox concurred in Commissioner Esch’s expression, while Com- 
missioner Hall agreed with McManamy, and Eastman dissented. 
The latter said that his colleague Esch was making an argu- 
ment in favor of automatic devices instead of sticking to the 
point, which, as he saw it, was whether auotmatic devices 
should be ordered on a road such as the Great Northern, where 
the maximum train movement, as indicated by him, was about 
‘thirteen trains each way a day and the average about seven. 

Mr. Manamy contended that his colleagues were miscon- 
ceiving the purpose of the law which he said was to give it 
‘authority to order safety devices, not the installation of any 
‘particular device or type of device, but the protection of life 
‘and property. Therefore, he argued, that Congress gave the 
Commission discretionary power with respect to the location 
and character of the devices to be installed, after investigation 
of conditions for the determination of the points where the de- 
vices were to be placed and the type, whether train-stop, train- 
control, or other safety device. 

Commissioner McManamy said that in selecting the carriers 
for the issuance of the first order, the class I roads having an 
annual earning power of $25,000,000 for the three years pre- 
ceding were picked out and the selection was not based upon a 
consideration of the factors he deemed important; that is, facts 
about traffic density, speed of trains, physical facts about the 
roadway and surrounding country and the number of accidents, 
their character and causes. 

In other paragraphs he suggested that what his colleagues 
did approached the arbitrary ordering of devices without any 
kind of a record and in defiance of such testimony as was given. 
On that point he said: 


The Great Northern operates 8,250 miles of road, of which 4,020 
miles are designated main line. It has installed 1,895 road miles of 
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block signals, the remainder of the line being without this protection. 
At the hearing on its petition for relief testimony was introduced 
only by representatives of the carrier and by representatives of the 
employes, and they were in agreement that greater protection would 
be afforded by an equal expenditure for extending the block signal 
system over the remainder of the line, and strongly urged that such 
a policy be followed. The record is barren of testimony showing the 
need for the installation of train-stop or train-control devices upon 
this or any part of the line of this carrier. An order, such as this 
one, which is contrary to all the facts of record, approaches danger- 
ously close to being a finding without evidence which the Supreme 
Court in the Orient Case, 265 U. 8. 274, held was beyond our power. 
If we do not give consideration to the facts disclosed at the hearings, 
why hold them? 

I think it is important that the effect of our order upon the gen- 
eral railroad situation should be considered. In the northwestern 
states, through which this carrier operates, agricultural products 
comprise an important part of the tonnage of the carriers. Freight 
rates on these commodities are said to be especially burdensome. We 
are now, by order of the Congress, conducting an investigation to 
determine whether rates on agricultural products can be reduced 
without reducing the revenues of the carriers below the point at which 
they may successfully and efficiently operate. It is becoming increas- 
ingly evident that, considering the present cost of capital, material, 
and labor, general reductions in freight rates must come, if they 
come at all, from greater efficiency and economy in operation. If 
anything is to be accomplished in this direction, not only operating 
expenses, but capital expenditures must be closely watched, because 
the burden of any increase in either ultimately rests on the man who 
pays the rates. Excessive or unnecessary expenditures resulting from 
our orders in no way differ from such expenditures voluntarily made. 
Instead of requiring such expenditures, it would be in the public 
interest to prevent them. 

The report of the majority states that the estimated cost of this 
installation will be $850 per mile, or a total for the 106 miles of 
$90,100. This is lower than is usually estimated for such installations; 
but, be that as it may, it is generally conceded that the cost of 
train-control or train-stop devices is two or more times that of 
automatic block signals and the difference in the cost of maintenance 
is even greater. In fact, we are even now, with the limited installa- 
tions which exist, suggesting to the carriers the need of rather 
elaborate performance records and of a force of highly skilled spe- 
cialists to test, repair, and maintain the special and somewhat delicate 
appliances and adjustments of the train-control devices. Our order 
therefore imposes not only the burden of providing the original capital, 
but also its necessary carrying charges, and the indefinite, but ad- 
mittedly large, cost of maintenance. 


OIL REVISION UNDISTURBED 


With Commissioner McManamy dissenting but not giving 
his views, the Commission, by division No. 3, has dismissed No. 
15373, Piedmont Oil Company vs. Alabama & Vicksburg et al., 
mimeographed, finding rates on gasoline and kerosene, carloads, 
from Fort Worth and Hodge, Tex., to Gastonia, N. C., not unrea- 
sonable or unduly prejudicial. Thereby the Commission allows 
the revision of rates on oil in southern territory effective June 
10, 1925, to remain undisturbed in its Carolina section. 

The complaint alleged that the rates of 77 cents prior to 
July 1, 1922, and 69 cents on and after that date, were unjust, 
unreasonable and unduly prejudicial. The Western Petroleum 
Refiners’ Association intervened in behalf of the complainant. 

The assailed rate was a combination of proportionals to and 
from the Mississippi, 17 cents to the river and 52 cents from it. 
The complainant contended that a reasonable rate from Fort 
Worth to Gastonia would have been 58 cents prior to July 1, 
1922, and 52 cents thereafter. The Commission said its proposal 
in that particular was based principally upon rate comparisons 
in other territories, particularly oil rates from the southwest to 
destinations in trunk line territory. The complainant’s witness, 
the report said, said that his company’s principal competitor in 
the marketing of gasoline and kerosene was with a Standard 
Oil Company. The report said that that Standard (which Stand- 
ard was not specified) shipped oil by tank steamer to Wilming- 
ton, N. C., and by rail thence to Gastonia. 

On this record, the Commission said, it could not be said 
that the rate to Gastonia was greatly out of line with rates to 
Carolina territory as a whole, although it was relatively higher, 
distance considered, than rates to other territories. It said the 
rates to Gastonia were shown to have been higher than rates to 
more distant destinations in North Carolina and higher than the 
rates to Virginia Cities, where, as was pointed out in another 
part of the report, rates were made by other lines. It said the 
scope of this proceeding was not broad enough to pass upon the 


entire petroleum rate structure in the southeast, including Caro- 
lina territory. 





ACID COMPLAINT DISMISSED 


The Commission, by Division No. 3, has dismissed No. 15506, 
Kennedy & Parsons Company vs. Chicago & North Western et 
al., mimeographed, finding rates on sulphuric and muriatic acids 
in tank cars and carboys, from Grasselli, Ind., to Sioux City, 
Ia., not unreasonable and the present adjustment not unduly 
prejudicial. It found that the complainant had not been shown 
to have been damaged by any undue prejudice which might have 
existed prior to the change in rates, April 1, 1925. On that 
day the rates to one of the groups, the Hawarden group, were 
increased to the Sioux Falls basis. 32.5 cents on acids in tank 
cars, and 37.5 cents in carboys, while the rates of 23 cents in 
tank cars, and 26.5 cents in carboys, applicable to points in the 
group immediately east of Sioux City, including Sheldon and 
Manning, were increased to the level of the Sioux City rates. 

This change in rates, the report said, apparently removed 
the cause of the allegation of undue prejudice carried in the 
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complaint, except in so far as it was based on the rates to Des 
Moines and perhaps some other points similarly situated. Those 
points, the report said, were in the extreme western part of the 
more eastern group described in the record. The Commission 
said it was not prepared, on this record, to condemn the adjust- 
ment on the ground that the group boundaries were too exten- 
sive. 

The complaint alleged the rates were unreasonable and un- 
duly prejudicial, prayed for reparation on shipments made since 
December 20, 1921, and the establishment of new rates. 


POTATO RATES PRESCRIBED 


New rates on potatoes, to be established not later than: De- 
cember 10, have been ordered in No. 15205, Naples Potato Grow- 
ers’ Association et al. vs. Chicago, Milwaukee & St. Paul et al., 
mimeographed, from Naples and Lily, S. D., to DeWitt and Coral- 
ville, Ia. They are to be 39 cents to each place. The Commis- 
sion, by division No. 4, found rates of 42.5 from Naples to De- 
Witt and 47.5 cents from the other points of origin to the 
other destinations, unreasonable to the extent they exceeded 
39 cents, the rate from the group in which the Commission 
found the two points of origin properly belonged. Reparation 
was also awarded. 


APPLE REPARATION CASE 


A finding of unreasonableness and an award of reparation 
have been made in No. 16310, Wimberly Grocer Co. vs. Penn- 
sylvania et al., mimeographed, the Commission, by division No. 
4, finding the rates imposed on a carload of apples from Clear- 
brook, Va., to Jonesboro, Ark., in October, 1922, unreasonable 
to the extent they exceeded 74.5 cents. The rate first collected 
was $1.035. Subsequently refund was made to a rate of 95.5. 
The Commission found that there was a lower combination than 
the one to which refund was made, the lower combination being 
92.5 cents. It therefore found misrouting as well as unreason- 
ableness. The railroads, the report said, admitted the applicable 
combination was unreasonable to the extent it exceeded 75.5 
cents. 


FUEL AND GAS OIL RATES 


Reparation has been awarded in No. 15171, Davenport Loco- 
motive Works vs. Chicago, Milwaukee & St. Paul et al., mimeo- 
graphed, the Commission, by division No. 4, finding rates on 
fuel and gas oils, from Okmulgee and Tulsa, Okla., to Daven- 
port, Ia., unreasonable to the extent they exceeded 29.5 cents 
prior to July 1, 1922, and 26.5 cents thereafter. They are the 
rates which would have been applied on the shipments, three 
in number, made in 1921 and 1922, had the carriers made them 
in accordance with the views of the Commission expressed in 
Mid-continent Oil Rates, 36 I. C. C. 109, and the findings made 
in Traffic Bureau, Davenport Commercial Club et al. vs. Director- 
General et al., 73 I. C. C. 251. 


BREEZE COKE REPARATION 


A finding of unreasonableness and an award of reparation 
to the basis of a subsequently established rate of $1.60 per ton, 
on coke dust or breeze coke, from Pittsburgh and points in the 
Pittsburgh district to Moundsville, W. Va., have been made in 
No. 16408, United Zine Smelting Corporation vs. Pennsylvania et 
al, mimeographed, the Commission, by Division No. 3, condemn- 
ing a rate of $2.02. The complaint alleged that it was unreason- 
able, unjustly discriminatory and unduly prejudicial. No justi- 
fication, the report said, was offered. The Baltimore & Ohio 
representative at the hearing confirmed a statement by the 
complainant that that carrier would publish a rate of $1.60. 
The company made no objection to an award of reparation to 
the basis of the rate established March 2, 1925. 


ACTUAL-VALUE PAPER RATES 


_ Deeming that the decision in Crown Overall Mfg. Co. vs. 
Director General 100 I. C. C. 471, was controlling, the Commis- 
Sion, by Division No. 3, with Commissioner Hall dissenting, has 
dismissed No. 15316, Texas Farm & Ranch Publishing Co. et al. 
vs. Director General, mimeographed. It found that carload ship- 
ments of newsprint, printing and wrapping paper from points in 
Michigan, Mississippi, Ohio, New York, Pennsylvania and Wis- 
consin, to Dallas, Tex., made in the federal control period, were 
not overcharged. The complaint alleged the rates were illegal 
in that they were in violation of Section 20 forbidding limitations 
on liability. The complainants, the Commission said, conceded 
that their shipments were of greater value than the amounts 
Specified in connection with lower rates but contended that, 
under findings by the Commission, the tariff provisions relating 
to value were null and void and should have been treated as not 
pewent in the tariff, thereby making the lower rates applicable. 

he Commission said the issues were the same as in the Crown 
Overall case and dismissed the complaint. 


LUMBER RATES STAND 


The Commission, by Division No. 3, has dismissed No. 16115, 
Northeast Mississippi Traffic Bureau vs. Alabama & Vicksburg 
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et al., mimeographed, finding the rate on lumber, from Tisho- 
mingo, Belmont and Golden, Miss., and from Red Bay and Vina, 
Ala., to St. Louis, not unreasonable, or unduly prejudicial. It 
found the rate on like traffic from the same points of origin to 
Buffalo-Pittsburgh territory unreasonable to the extent it ex- 
ceeded the aggregate of the intermediate rates. The rate found 
unreasonable, for the reason indicated, was 43 cents, in effect 
from July 10, 1922, to May 6, 1924. The present rate is 42.5 
cents and there is no fourth section departure. 

Reparation was denied. The Commission pointed out that 
the claimant organization made no shipments in its own name, 
failed to name, as co-complainants, any of its members, and 
that the complaint did not state definitely on whose behalf repa- 
ration was sought. None of the members, it said, intervened 
in the case. It said that several lumber manufacturers testified 
as to their sources of competition and their methods of paying 
freight charges. Their evidence, it said, in view of the defect 
in the pleadings, could not be regarded as constituting valid 
claims for damages or reparation. 


COMMISSION CONDEMNS RATE 


The Commission, by division No. 4, in No. 15286, Traffic 
Bureau of Nashville vs. Louisville & Nashville et al., mimeo- 
graphed, has found the rate of 26 cents on iron and steel articles, 
carloads, from Birmingham, Ala., to Nashville, Tenn., unduly 
prejudicial to the extent it exceeds three cents per 100 pounds 
more than the contemporaneous rate on like traffic from Bir- 
mingham to Chattanooga and four cents less than from Birming- 
ham to Knoxville. It found the condemned rate gave Chatta- 
nooga and Knoxville an advantage. The differences in rates it 
ordered, it said, were based upon the relationship of rates which 
the defendants conceded should be established between the 
points mentioned. It said the finding should not be construed 
as approving the reasonableness of the rates which the rail- 
roads had suggested for application from Birmingham to Chatta- 
nooga, of 23 cents and to Knoxville of 30 cents. It said the 
record afforded no basis for relating the rate assailed to the 
rate of 25 cents proposed from Birmingham to Memphis since 
the hearing in this case was held. 

This revision of rates is to be made effective not later than 
December 31. 

The report said the rate on less-than-carloads, from Birming- 
ham to Nashville was not unreasonable or unduly prejudicial. 


RELEASED RATES CASE 


The Commission, by division No. 3, has dismissed No. 15096, 
Arizona Corporation Commission et al. vs. Arizona Eastern et al., 
finding that one and a quarter times first class was applicable on 
a less-than-carload shipment of household goods from Batesville, 
Miss., to Phoenix, Ariz., and that it was not unreasonable or 
otherwise unlawful. The complainant tried to ship his goods re- 
leased to 10 cents per pound, or $10 per 100 pounds, but the ini- 
tial carrier agent told him the rate would be the same whether 
the goods were released to 10 or 20 cents per pound. Therefore 
he valued them at the higher rate per pound. The agent’s mis- 
take was due to the fact that in Southern Classification the first 
class rating was applicable to goods not valued at more than $20 
a hundred while in Western Classification the limit of the first 
class rating was $10 per hundred. The one and a quarter first 
class rate, the Commission found, was $6.355 per 100 pounds. 

The complainant relied upon Simons vs. Texas & Pacific, 
docket No. 6788, unreported. The Commission said that that 
case was distinguished from a misquotation of the rate case be- 
cause the agent in billing the goods inserted the wrong sum at 
which the goods were released on rates exhibited by the ship- 
per, one of which was applicable only when the release was to $5 
per 100 pounds. In that case the Commission said there was no 
misquotation of the rate, while this one was essentially a case of 
misquotation. 


VENEERED BUILT-UP WOOD 

The Commission, by division No. 3, has dismissed No. 15921, 
King-Haase Furniture Co. vs. Baltimore & Ohio et al., mimeo- 
graphed, finding the rates on built-up wood, faced with veneer 
made from foreign woods, carloads, to Memphis, Tenn., from 
Louisville, Ky., New Albany and Evansville, Ind., are not un- 
reasonable. Fifteen carloads were shipped in 1922 and 1923. 
Reparation only was sought. The complainant represented that 
if the built-up wood had been cut up into dimensions suitable 
for the manufacture of chairs it would have been entitled to 
chair stock rates; that it was used in the making of furniture 
other than chairs; and contended that it was prima facie un- 
reasonable to charge on the raw materials rates higher than on 
finished materials. After the shipments were made the carriers 
reduced the rates to reflect the percentage prescribed in the Na- 
tional Veneer case, 81 I. C. C. 227, over the corresponding lumber 
rate. The latter, they said, was depressed by water competi- 
tion and yet moved no traffic to Memphis. They asserted that 
for many years and at the time these shipments moved, the 
class rates were the normal basis applicable to built-up woods 
from the Ohio river crossings. 

Commissioner Campbell, dissenting, said that any shipper 
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in southern territory who paid a rate on built-up wood, yielding 
63.8 cents per car-mile for 380 miles was entitled to reparation 
under section 1. The assailed rate, he said, was even 2.5 cents 
higher than the rate on furniture and furniture parts, more 
valuable commodities, with a minimum weight only one-third as 
high as that on built-up wood. He said the rate on chair stock, 
35 cents, would have been a reasonable maximum rate. The 
rate collected was 63.5 cents. 


CEMENT TO FLORIDA 


Following the rule laid down in Acme Cement Plaster Com- 
pany vs. Director-General, 81 I. C. C. 298, the Commission, by 
division No. 3, in No. 14004, Lehigh Portland Cement Company 
vs. Director-General, mimeographed, has found that shipments 
of cement, from Chapman and West Coplay, Pa., and Fordwick, 
Va., to destinations in Florida, made between July 31, 1918, and 
February 6, 1919, were overcharged and awarded reparation. 
The complaint was that the rates were unreasonable and unduly 
prejudicial to the extent they embraced more than one two-cent 
per 100 pounds increase. In the controlling case the Commis- 
sion held that Washburn’s I. C. C. No. 267 was applicable. That 
tariff allowed only one increase. The report covers four sub- 
numbers, Same vs. Same. 

Commissioner Hall concurred, saying he was constrained by 
the Commission’s decision in the case mentioned to support the 
findings made. He dissented in the controlling case. Commis- 
sioner Cox joined in this expression. 


OVERCHARGE REPARATION 


An award of reparation on account of overcharge has been 
made in No. 15008, Cudahy Packing Company vs. Director-Gen- 
eral, mimeographed, the Commission, by division No. 3, finding 
that there were overcharges on a carload of cocoanut oil, shipped 
from San Francisco to South Omaha, reconsigned to Winslow, 
Ariz., and again at Kansas City, in October, 1918. It said the 
claim for reparation on alleged unreasonableness of the applic- 
able rate was barred (a) because complaint was not filed within 
the one year statutory period prescribed by section 206(c) of the 
transportation act, and (b) because formal complaint filed within 
ninety days from the time the Director-General began an action 
for the recovery of the charges was not within the provisions of 
section 16(3) of the interstate commerce act. 


ASH STAVE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14536, J. D. Hollingshead Company vs. 
Texas & Pacific et al., mimeographed, as to a rate of 52.5 cents 
on two carloads of ash staves, shipped in May, 1922, from Fort 
Lynn, Ark., to Gulfport, Miss. The Commission found it unrea- 
sonable to the extent it exceeded 41.5 cents. The rate, after the 
shipments, was reduced to 34 cents. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division No. 1, on petition of the 
Sprague Safety Control & Signal Corporation, has reopened No. 
13413, In the Matter of Automatic Train Control Devices. It 
has assigned the reopened proceeding for hearing in Washington, 
December 1, on a complaint of the petitioning corporation 
alleging that when the New York Central made a contract with 
the General Railway Signal Company, the railroad company and 
the signal company had directors, officials or agents who were 
substantially interested in the signal company and the railroad 
company at the same time, in violation of the tenth section of 
the Clayton anti-trust act intended to prevent so-called inside 
dealings, in that the contract was for the expenditure of more 
than $50,000 a year, and was let without competitive bids, as 
required by the regulations prescribed by the Commission for 
the guidance of common carriers when there was a community 
of interest such as alleged in this case. 

In addition the complaint filed by the signal corporation 
alleged that the train-stop or train-control device selected by the 
New York Central was inherently unsafe under the operating 
conditions obtaining on the New York Central. The complaining 
company also asserted that the New York Central had the 
Sprague corporation and the General Railway Signal Company 
install devices of a more elaborate type than it finally contracted 
for from the last mentioned, the contract being let, according 
to the complaint, for the simpler installation, without the Sprague 
corporation being given an opportunity to bid on that simpler 
installation. Another allegation was that the General Signal 
company, by reason of having sold signals to the New York 
Central at profitable prices, was able to make an unfairly low 
price on the automatic devices for which the New York Central 


made a contract. The Commission’s order in the matter is 
as follows: 


It appearing, That by complaint filed by the Sprague Safety 
Control & Signal Corporation by its President, Frank J. Sprague, 
it is alleged that the automatic train-stop or train-control device 
of the General Railway Company for installation upon its line of 
railroad under orders heretofore entered in this proceeding is 
inherently unsafe under the operating conditions obtaining upon 
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the said railroad and, in particular, in is use of a manual control 
or forestalling feature incorporated as an essential part thereof; 
and that it is further alleged that in the transactions had by The 
New York Central Railroad Company with the General Railway 
Signal Company in connection with the selection and purchase of 
the said device section 10 of the act of October 15, 1914, known as 
the Clayton Anti-Trust Act, has been violated; 

It is ordered, That copies of the said complaint be served upon 
The New York Central Railroad Company and the General Railway 
Signal Company; 

It is further ordered, That this proceeding be, and it is hereby, 
reopened for further hearing and for the entry of such order or 
orders as may be proper with respect to the matters set forth 
and contained in the said complaint; 

And it is further ordered, That this proceeding be, and it is 
hereby, assigned for hearing at the office of the Interstate Com- 
merce Commission, at Washington, D. C., on the first day of 
December, 1925, at 10 o’clock a. m. 


CHANGES IN CLASSIFICATION 


The Commission, in supplemental fourth section order No. 
144, supplemental general No. 5, pertaining to changes in classi- 
fication or articles which resulted in an increase of discrimina- 
tion, said: 


It is ordered, That Fourth Section Order No. 144, General No. 5, 
dated August 28, 1911, as amended by Fourth Section Order No. 
144, amended, General No. 5, amended, dated July 7, 1925, be and 
the same is hereby, further amended to read as follows: 

“It appearing, That the relief authorized by Fourth Section Order 
No. 144, General No. 5, dated August 28, 1911, automatically expires 
upon the determination of applications filed on or before February 
17, 1911, and the carriers can not thereafter lawfully make changes 
in the classification of articles which would involve increased fourth- 
section discrimination without special authority of this commission;” 

It further appearing, That such changes in classification of arti- 
cles are necessary from time to time: 

It is ordered, That the last paragraph of said Fourth Section 
Order No. 144, General No. 5, as modified by Fourth Section Order 
No. 144, amended, General No. 5, amended, dated July 7, 1925, be, 
and it is hereby, further amended to read as follows: 

“It is ordered, That as to, and confined to, class rates covered by 
applications filed on or before February 17, 1911, or authorized by 
fourth-section order or orders of this commission, carriers be, and 
they are hereby, authorized to make changes in classification ratings, 
rules, and regulations occurring in the ordinary course of business 
without observing the long-and-short-haul clause of the interstate 
commerce act; provided that the authority herein granted shall not 
extend to classification changes not uniformly applicable to class 
rates within the territory and/or between the competitive points 
involved or which will result in rates less than the lowest class rate 
authorized by_ said fourth-section orders between the competitive 
points involved.”’ 

_The commission does not hereby approve any changes in classifi- 
cation ratings, rules, or regulations filed under this authority, all 
such ratings, rules, and regulations being subject to complaint, in- 


oe and correction if in conflict with any provision of 
e act. 





REPARATION IN INSTALLMENTS 


In a reparation order in No. 8406, Sub. Nos. 1 to 7, inclu- 
sive, American Steel & Wire Company vs. Newburgh & South 
Shore et al., Sub. No. 10, National Tube Company vs. Lake 
Terminal et al., and Sub No. 23, Carnegie Steel Company vs. 
Lake Terminal et al., the Commission has ordered the Wheeling 
and Lake Erie to pay reparation, heretofore awarded, as follows: 
National Tube Company, $67,352.54; Carnegie Steel Company, 
$11,776.04; and American Steel & Wire Company, $73,799.86. 

The order permits the Wheeling & Lake Erie to pay the 
awards in instalments of $5,000 as of October 1, 1925, and 
$5,000 on the first of each month thereafter,, until the full 
amount of $152,938.44 has been paid, together with interest 
from: October 1, 1925, at the rate of 6 per cent per annum on the 
deferred balance. Each payment of $5,000 is to be divided among 
“the respective complainants in such proportion as their re- 
spective awards bear to the total amount. 


OHIO SALT RATES AND MINIMA 


The Commission, in No. 17536, rates and minimum weights 
on salt within the state of Ohio, has instituted a thirteenth sec- 
tion inquiry to determine whether the order of the Ohio Public 
Utilities Commission, dated July 2, 1925, causes or will cause 
any undue or unreasonable advantage, preference or prejudice 
as between persons or localities in intrastate commerce, on the 
one hand and interstate commerce on the other, or any undue, 
unreasonable or unjust discrimination against interstate or for- 
eign commerce. 

This inquiry was undertaken upon petition of the steam 
railroads in Ohio alleging that the Ohio commission, by means 
of the order mentioned, refused to permit them to establish 
rates and minima on salt from Akron to Cincinnati, the same 
as those permitted or required by the Commission, to be estab- 
lished for interstate traffic. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has suggested that No. 17434, Okla- 
homa Traffic Association vs. Atchison, Topeka & Santa Fe et al., 
be placed upon the modified procedure docket. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $13,905.92 is due the California, Shasta & Eastern Rail- 
way Company under section 204 of the transportation act. 
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SWITCHING ABSORPTION INCLUDED 


In a proposed report on No. 12062, Wilson & Company vs. 
Director-General; No. 11467, Swift & Company vs. Director-Gen- 
eral; No. 11450, Armour & Company vs. Same; No. 11642, Cudahy 
Packing Company vs. Same; No. 11521, Swift & Company vs. 
Same, and No. 11499, Consumers Ice Company vs. Same, Attor- 
ney-Examiner Arthur R. Mackley said the Commission should 
harmonize its reports in Swift & Company vs. Director-General, 
62 I. C. C. 618, and Wilson & Company vs. Director-General, 87 
I. C. C. 81, by finding that the rates on ice found reasonable 
in the prior reports in these cases included absorption of switch- 
ing charges of the delivering terminal lines at Chicago and South 
Omaha. 

In the first of the two cases mentioned the Commission 
found the rates on ice, between February 1 and August 8, 1919, 
were unreasonable to the extent they exceeded the rates estab- 
lished March 22, 1919, in Boyd’s I. C. C. No. A-980, “for like dis- 
tances.” In the second of the two cases, Wilson & Company vs. 
Director-General, the finding was that the rate of 16.5 cents on 
ice, from Shell Lake, Wis., to Blue Island, Ill., between March 17 
and March 20, 1919, was unreasonable to the extent it exceeded 
12.5 cents “plus the applicable switching charges.” In that case 
the Commission also affirmed the findings reached in the first, 
or Swift case, which had been reopened for reargument and con- 
sideration with the second, or Wilson case. 

The Boyd tariff rates were mileage rates. The rate of 12.5 
cents prescribed in the Wilson case was the amount of the rate 
provided in the Boyd scale, for the distance from Shell Lake to 
Blue Island. In the Wilson case the Commission said there was 
no satisfactory evidence to show that the switching charges to 
Blue Island in connection with the subsequently established rate, 
were unreasonable. 


Mackley said that in view of the lack of specific mention of 
the switching charges in the Swift case and the specific provi- 
sions for the addition of switching charges to the Boyd tariff 
rates in the Wilson case, the Commission reopened the cases 
with a view to harmonizing the two findings, the cases being 
specifically limited to switching. 

The ultimate issue, as defined by the examiner, was one of 
tariff interpretation, the tariffs involved being the Lowrey tariff, 
the Boyd tariff, and those of the line-haul carriers, the Union 
Stock Yards Company and the Chicago Junction. Mackley, after 
discussing the various tariffs, came to the conclusion hereinbe- 
fore set forth. 


ROOFING SCALES PROPOSED 


In a report on No. 15886, Barrett Co. vs. Atchison, Topeka 
& Santa Fe et al., and a sub-number thereunder, Philip Carey 
Co. et al. vs. Alabama Great Southern et al., Examiner Warren 
H. Wagner said the Commission should find rates on roofing 
and paving materials, from Chicago, Ill., and Birmingham, Ala., 
to points in southern Missouri, Arkansas, Oklahoma, Texas and 
Louisiana west of the Mississippi, and from Lockland, Carthage 
and Cincinnati, O., to Arkansas, Oklahoma, Texas and Louisiana 
west of the river; and on roofing and paving tar and pitch, from 
Chicago, St. Louis and Birmingham to the territory first men- 
tioned, unreasonable and unduly prejudicial. For the removal 
of the unreasonableness and undue prejudice, he proposed a 
scale, a descriptive list and other criteria to be observed in 
the making of new rates. 


The complainants alleged that the rates on the articles 
mentioned, from and to the points of origin and destinations 
described were unreasonable, unduly prejudicial and unduly 
preferential against them and in favor of New Orleans, East 
St. Louis, St. Louis and St. Louis rate points and as to some 
of the commodities unduly preferential of Chicago and Wauke- 
gan; and from Cincinnati to points intermediate to Beaumont, 
Galveston, Houston and Orange, Tex., violative of the fourth 
section. Many others in the same or competing lines of busi- 
hess intervened; also the New Orleans Joint Traffic Bureau. 


Calling attention to the fact that the Commission, in No. 
9702, Memphis-Southwestern Investigation, 77 I. C. C. 473, among 
other things, prescribed a scale on prepared roofing from St. 
Louis to southern Missouri, Arkansas, Louisiana west of the 
river, and to points in Oklahoma and Texas contiguous: to 
Arkansas; and that in Certain-teed Products Corporation vs. 
A. & L. M., 95 I. C. C. 273, it prescribed the 9702 scale on pre- 
Pared roofing to Oklahoma, to Texas common points and to 
Texas differential territory, the examiner said the issues, there- 
fore, in this case, were narrowed to the prescription of reason- 
able and non-prejudicial rates to the southwest on tar and pitch 
from St. Louis and differences over St. Louis on those com- 
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modities and on prepared roofing from Chicago, Cincinnati, and 
Birmingham. ° 


Definite suggestions were made by the complainants, one by 
the Barrett company and three by the Carey company. Wag- 


ner discussed the proposals and other testimony submitted, and 
then said: 


The Commission should find that the interstate carload rates 
on tar and pitch from St. Louis to points in southern Missouri, 
Arkansas, Oklahoma and Louisiana west of the Mississippi River, 
are, and for the future will be, unreasonable to the extent that 
they exceed, or may exceed, rates based upon the scale shown 
in appendix C hereto; and that in applying the above scale the 
distance to be used should be the distance over direct routes 
embracing as a maximum the lines or parts of lines of no more 
than three carriers, not under common ownership and control, via 
existing connections for the interchange of carload traffic. The 
Commission should further find that the carload rates on tar and 
pitch from St. Louis to Texas common points are, and for the 
future will be, unreasonable to the extent that they exceed or 
may exceed 45 cents; and that the rates thereon to destinations 
in Texas other than Texas common points, are, and for the future 
will be, unreasonable to the extent that they exceed or may ex- 
ceed rates constructed by adding to the rates prescribed herein 
to Texas common points amounts equal to the amounts by which 
the class D rates to those destinations exceed the class D rates 
to Texas common points. 

The committee should further find that the rates on tar and 
pitch, and on prepared roofing, as described in Appendix A hereto, 
from and to the points indicated, are, and for the future will be, 
unreasonable and unduly prejudicial to the extent they exceed, or 
may exceed, by more than the amounts shown in the table below, 
1 cates rates on the same commodities from St. 

ouis: 
From 
Cincinnati Birmingham 
Tar Tar 
Prepared and Prepared Prepared and 


Chicago 


To points in— Roofing Pitch Roofing Roofing Pitch 
Southern Missouri ..... 11 10 Se 6 5.5 
po eer re 10.5 9.5 710.5 4.5 4 
ee 8 7.5 78.5 5.5 5 
pg eer eee 7.5 6.5 77.5 $2 $1.5 
| eee 7.5 6.5 77.5 0 0 


*West of the Mississippi River. 


+From Waukegan, rates should be found unduly prejudicial 
bs ee to the extent that they are less than the rates from 
incinnati. 


t$Under St. Louis. 


Appendix C is as follows: 


Single Joint 
Line Line 


Distance (Cents) (Cents) 
SII NINN 2555 oa 16 avs -aa a: eve Sradore Sie b erate ese 7 9 
ee ee eee re 9.5 


7.5 
ee I IN 5s wb nien< mnrwrd dead cows eelewio 8 
ee a ee ee 8.5 10 
30 miles and over 25 9 
Ae I I os sos ni ib ieovfa vated nie whom sie ope eleie 9 
Se I I I ino 60s ern we wisiere ele erbeesrares 9.5 11.5 
45 miles and over 40 
50 miles and over 45 


10 

PGs hese ew ieee wel alge nite a alapron sore aa ineete 10.5 12.5 
ee ee ere re 11 13 
ee 9 BOS, io Gist nw iecgiesarnauel orale aieiereinl ee 11.5 13.5 
ek SU ST | FU cos aise wae bielarw ete brews S65 bie Sib 12 14 
oe eS Se ee 12.5 14.5 
ie) NS I I 6.5 asvar.cietione oie Ow ea wwretewinewiels 12.5 14.5 
we = are eae etre ee 13 15 
ee Fe ee ee ere ee 13.5 15.5 
ee I on oii cess oscil albenaweane es 14 16 
i Me TE OE BG aia: i800 6ig 00500 014-400 210 be 14.5 16.5 
SI I I NO oii ochin Sess. cree owe a sie een aie 15 17 
SOS MeN We ONE BOO sy oiiia kc icc hicesewa cece ewes. 15.5 17.5 
Be WO GI COO BO ions cede dawiveecuiicecsctowes 16 18 
eo Se ee ee 16 18 
Se I so 5 6'-0 6: 0s 01s e094 2s o-oo een wg 16.5 18.5 
ee oe Sree rr a ere 17 19 
Se Ce I I FD ios oi6daiarc cs cd viersionee a wmerleiners 17.5 19.5 
Ee SO IE OE RO 6 oi oor se his alee 8 sb Sten ome ean 8 20 
DED BO CN TOE WB 0.6: 6:0. 0:0' 0 vic 9 Sinn erie ee eisities 18.5 20.5 
I Ee NE a 6 one: a0 dis 8 ws we bee Wo e'e oe soe 19 21 
ee soins Sion SSN re ake ee wae 19 21 
ogee, Se rr 20 23 
ee SE Bs: 0.0- bi g'4ie 0.901 0:4 d oawicwee be 20.5 22.5 
SO Me Ie EE BI oi oi cv cere ccbieweccccewseses 23 
ee SD OD Io voice eck cer clcicdieecnyetescewwus 21.5 23.5 
ee I CG Gs i. ois 6.0 osc be ale sesso 6s ew~ehe 24 
ES, er er er ee 22.5 24.5 
ee Re I Ae ho. 5:4 0s -6- 0.0 09 080 4 6k sierere 0% s be 3 25 
oe a ene en oe 24 26 
Bee DUD BE BOOT BO oro o 5:0 tie Fos oF sw siesineers 24.5 26.5 
di a ee Sr ee ree 25 27 
otk Oe ee re 26 27 
ee rr er errs 27 28 
ode ee | er ee ee 28 29 
oe Se a ee ere 29 30 


340 miles and over 320 30 
ee CN aid 3 06. 6. 0 4 0 aces assess becuase 30.5 31.5 


eS ES a eee 31 32 
re I onc ok Cecaw bo venete cca ste sew 32 33 
rrr ree ere 33 34 
Se CR I) I iss 5 is. 0 1516555 50 0s Fine sie .csle Sloe 34 35 
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Se ee eae err er ee 37 37 


SUS TON GNE- CVST- GO 5 0:6 066-6500 0:6: 0b st nieinns 0 G85 wate 38 38 
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ie, BEA CR ee ee eee ee re 39 39 
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Appendix A is as follows: 


Roofing and Paving Material 
Section 1: Prepared or composition roofing, with burlap re- 
inforcement (see note 1) or not otherwise indexed by name in 
current western classification (see note 2), in straight or mixed 
carloads; minimum weight 40,000 pounds (see note 3). 
Section 2: Roofing cement, liquid or other than liquid, in 
straight or mixed carloads; minimum weight 40,000 pounds. 


Section 3: Asphalt shingles, carloads; minimum weight 40,000 
pounds (see note 3). 


Section 4: Expansion paving joints, asphalt or asphalt and 
limestone dust, sand, cloth or paper combined, in straight or 
mixed carloads; minimum weight 40,000 pounds. 

Section 5: Building, roofing or sheathing paper or felt, sat- 
urated or not saturated, not coated, other than asbestos, in straight 


pe carloads; minimum weight 40,000 pounds (see notes 3 
an ¥ 


Section 6: Asbestos, building, roofing or sheathing paper or 
felt, plain or saturated, in straight or mixed carloads; minimum 
weight 40,000 pounds (see note 3). 


Section 7: Flexible asbestos shingles, carloads; minimum 
weight 40,000 pounds. 

Section 8: Any or all of the articles in sections 1, 2, 3, 4, 5, 6 
and 7, in mixed carloads or in mixed carloads with the following 
articles, in packages; minimum weight 40,000 pounds; roof coat- 
ing (not paint or stain), having-asphalt, pitch, rosin, or tar base; 
asphalt, pitch, tar and roofing shells or gravel. 

Note 1. Ratings apply on felt or paper, saturated and coated 
— asphalt, pitch, tar, or similar materials combined with bur- 
ap. 

Note 2. Ratings apply on felt or paper saturated and coated 
with asphalt, pitch, tar, or similar materials, combined or not 
combined with burlap, cotton cloth, or other fabric. 

Note 3. When shipped in rolls, each roll or tube may contain 
roofing cement, tin, roofing caps, nails or metal or wooden strips 
sufficient to lay the roofing contained in it. 

With prepared or composition roofing, roofing paper, or 
asphalt shingles there may be shipped in the same car, at the 
rates named in this item, tin roofing caps, metal fasteners and 
nails, but not to exceed 10 per cent of the weight of the prepared 
or composition roofing, roofing paper, and asphalt shingles. 

Note 4. On straight carloads of roofing felt, not saturated; 
minimum weight will be 36,000 pounds. 


COTTON TO MOBILE 


An order of dismissal has been recommended by Examiner 
J. Edgar Smith in No. 16385, Mobile Chamber of Commerce and 
Business League vs. Alabama & Vicksburg et al. Smith said the 
Commission should find that the maintenance of through routes 
and joint rates on cotton and cotton linters, rail-and-barge, from 
Arkansas, Missouri and Oklahoma, via Memphis, to New Or- 
leans, differentially lower than all-rail rates from the same 
points of origin, did not unduly prefer New Orleans and did not 
subject Mobile to undue prejudice and disadvantage, notwith- 
standing the fact that from the points of origin involved all-rail 
rates for export were equalized to New Orleans and Mobile and 
despite the fact that no similar rail-and-barge rates were main- 
tained to Mobile. 

In this proceeding, through routes and joint rates were asked 
from points east of the Mississippi and west thereof, by rail to 
upper Warrior River ports served by the Federal Barge line, and 
thence via the Barge line to Mobile, for export or coastwise 
movement. Smith said the level of the rates sought was that 
concurrently in effect via rail-and-barge to New Orleans from 
the same points of origin. The complaint alleged that failure to 
have such rates made the rates, rules, regulations and practices 
from specified points in western Tennessee and Kentucky, from 
certain points in Mississippi and from other points in Arkansas, 
Missouri and Oklahoma, via rail-and-barge to New Orleans, un- 
duly preferential of New Orleans, and unduly prejudicial and dis- 
advantageous to Mobile in violation of the third section. He 
said the only relief asked was for the future under section 3. 


Speaking in general terms, Smith said the points of origin 
named were those from which there were no rail-and-barge rates 
to Mobile, whereas such rates were in effect to New Orleans; 
and that from those points of origin rates for transportation all- 
rail were equalized to New Orleans and Mobile. 


Complainant’s contention, he said, was, that inasmuch as the 
export rates on cotton moving all-rail had been equalized from 
the points named to New Orleans and Mobile, therefore, the 
failure of the defandants to publish rates from the same points 
via rail-and-barge to Mobile, and upon a level with such rates to 


New Orleans, was a disadvantage to Mobile prohibited by the 
statute. 


The examiner discussed the case under two heads—that is, 
traffic from points of origin east of the Mississippi and from 
points west of the river. He said the St. Louis-San Francisco 
was the only carrier which served the points of origin both east 
and west of the river by its own rail. 

The government barge line, he pointed out, was operated as 
two divisions, the first being the Mississippi River Division, 
operated mainly on the Mississippi River, and the Warrior Divi- 
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sion, operated on a river east of the Mississippi. It was by the 
Warrier Division that through routes and joint rates were asked, 
The Frisco, he said, did not equalize all-rail rates from Oklahoma 
to New Orleans and Mobile. 

At the hearing, Smith said, Mobile abandoned its complaint 
in so far as points served by the Illinois Central, the Yazoo & 
Mississippi Valley, the Louisville & Nashville, and the Frisco 
Lines, east of the Mississippi River, were in issue. The Frisco, 
he said, had rates, rail-and-barge, from Memphis, and from points 
served by it, east of Memphis, through Cordova, Ala., and thence 
by barge to Mobile. No testimony, other than that in behalf of 
the Frisco, he said, was offered by carriers, having lines east of 
the Mississippi. The Southern Railway, he said, had offered to 
publish rates which were satisfactory to the complainant. The 
Mobile & Ohio, he said, also made an offer to publish rates which 
were satisfactory to the complainant. The Mobile & Ohio offered 
to establish rates in connection with the barge line at Tusca- 
loosa, Ala., which were not all that the complainant asked, in 
that they would be generally one cent higher than similar rates 
to New Orleans. 

Absolute equality in all-rail export rates, Smith said, had 
never been maintained from all points of origin to all gulf ports. 
He pointed out that variations in the so-called port equalization 
scheme, resulted in giving each of the ports an advantage where 
the distances to it were much less than to competing ports. By 
reason of such departures from the equalization scheme, he 
pointed out, Galveston and Mobile, from certain points of origin, 
had advantages over New Orleans.- He also pointed out that to 
give Mobile what was desired would require the movement of 
cotton to points east of the Mississippi River, past the barge 
lines, Mississippi River Division, to the Warrior Division, involv- 
ing a haul of 219 miles, by rail. He said that the extra haul of 
219 miles was the shortest of the extra hauls. 

For purely commercial reasons, Smith said, all gulf ports 
should be upon a parity of rates; that so far, however, this con- 
dition had never obtained; and, speaking ‘of all-rail rates from 
points served by the Mobile & Ohio and east thereof, Mobile had 
many rate advantages over New Orleans. In his report, he 
called attention to the fact that the barge line rate on cotton 
from Memphis to Mobile was the same as from Memphis to New 
Orleans, but that substantial additional marine insurance had to 
be taken out by shippers desiring to use that route. He said it 
was not the fault of the barge line that the rate provided by it 
from Memphis to Mobile could not be used because of the addi- 
tional marine insurance, on barge traffic to Mobile, over barge 
traffic to New Orleans. Nor, said he, was there blame to be at- 
tached to either the Frisco or the barge lines for the non-use of 
the rail-and-barge rates from Memphis and from Frisco points 
east of Memphis, through Cordova to Mobile, which had been 
upon the same level as rail-and-barge rates to New Orleans, for 
some time. 

Complainant maintained that for commercial reasons, how- 
ever, wherever equality of rates was maintained all-rail there 
should be equality in rates, rail-and-barge, Smith said. Due to 
geographical location, he continued, the all-rail rates from Cor- 
dova, Birmingham and Birmingport to Mobile were 6 cents less 
than to New Orleans; for the same reason, to bridge from the 
Mississippi barge line at Memphis, to its Warrior service at Cor- 
dova, a rail-haul of 219 miles was necessary; the barge differen- 
ential, Memphis to New Orleans, was 11.5 cents and Cordova to 
Mobile, was 10.5 cents; and, that it was difficult to see how rail- 
and-barge rates from points west of Memphis to Mobile could be 
made the same as similar rates to New Orleans. He said the 
Commission should make no finding in respect to rates on cotton 
by rail-and-barge from points of origin specified in the complaint 
which were east of the Mississippi River, but make the finding 
hereinbefore indicated as to rates from points of origin west of 
the Mississippi. 


CAR DISTRIBUTION CASE 


Examiner John H. Howell has recommended the dismissal 
of No. 15919, Farmers’ Union Co-operative Business Association 
et al. vs. Missouri Pacific, and No. 16271, Bushton Mill & Ele- 
vator Co. vs. Same, on a finding that the allegations that the 
Missouri Pacific failed and refused to furnish complainants the 
proper proportion of cars, for grain loading, to which they were 
justly entitled, had not been sustained. The Commission was 
asked to award reparation at the rate of 10 cents per bushel 
for the grain which the complainants contended they could have 
shipped had they been furnished cars in the same proportion 
as were those specifically designated as having been given a 
preference. The complaint in No. 15919 covers the period from 
July 1 to December 31, 1922, while the other covers the period 
from September 16 to December 31, 1922. 

The complainants in No. 15919 were elevator men at Mc- 
Cracken, Kan., and in the other at Hargrave, Kan. The exam- 
iner said they were in competition with others located at the 
same points. The Missouri Pacific is their only railroad. It 
was brought out that the distribution at McCracken was in rota- 
tion, a method condemned by the Commission in Farmers’ Ele- 
vator Co. vs. C. M. & St. P., 47 I. C. C. 475. The officials of 
the railroad company, the examiner said, did not discover that 
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their agent was making distribution according to that method 
until some time after he had begun it. He was stopped and 
required to distribute in accordance with the rules laid down 
in that case. 

Howell recommended dismissal because, he said, the record 
did not indicate when cars were ordered or what amount of 
grain the shippers had on hand at the time the cars were 
ordered. It did not show, he said, the number of cars ordered 
or furnished to the competing grain shippers and that on this 
record, he said, it would be impossible to find that the defend- 
ant caused undue preference or prejudice by reason of its car 
distribution. 


FISH OIL RATES 


Examiner Harry C. Ames, in a report on No. 16621, Procter 
& Gamble Manufacturing Co. et al. vs. Baltimore & Ohio et al., 
and No. 16208, Cook & Swan Co. vs. the Central Railroad of 
New Jersey, said the Commission should find rates on fish oil, 
in carloads, from points on the Atlantic seaboard, to Port Ivory, 
N. Y., and Bayway, N. J., and from Bayway to Philadelphia and 
Marcus Hook, Pa., not unreasonable in the past but unreasonable 
in the future to the extent they may exceed rates set forth by 
him in the report. He said the rates on fish and whale oil, in tank 
carloads, from Ivorydale, O., to Port Ivory, N. Y., should be 
found not unreasonable. 

The issue as to whale oil involved an inter-factory move- 
ment from Ivorydale, O., to Port Ivory, N. Y. Another unusual 
movement was of fish oil from Philadelphia to Bayway. 

The leading complaint alleged the rates were unjust and 
unreasonable and, in some instances, in violation of the fourth 
section. That part of the case, however, was not prominently 
brought out in the report. The complaint of the Cook & Swan 
Company alleged the rates charged on shipments between Au- 
gust, 1922, and June, 1924, were and the present rates are un- 
reasonable. 

Examiner Ames said the Procter & Gamble complaint asked 
for rates about 90 per cent of sixth class under the C. F. A. scale. 
The other complainant, the examiner said, suggested higher 
rates. In conclusion, the examiner said: 


The Commission should find that the rates on fish oil, in tank 
cars, and in barrels, drums, or other packages authorized and de- 
scribed in the consolidated classification, from and to the points in- 
volved in this proceeding, except from Ivorydale to Port Ivory, were 
not unreasonable in the past, but that for the future they will be 
unreasonable to the extent they may exceed the rates set forth 
below: 





Bayway to Port IVOry........cccceccccccccccescccces 8 cents 
Port Monmouth to Port IVOry........cecccccccccceees 12 cents 
Belford to Port IVOry.......-cccceccccves fare ermere sexpert 12 cents 
Bayway to Philadelphia.......-.cccccccccvccccccvece 18.5 cents 
Tuckerton tO PGEE TVORY. os cccicccccwscsecdocveeese 18.5 cents 
Bayway to Marcus HOok..........cccccscscccccvcces 18.5 cents 
Beach Haven to Port IVOry.........ccccccccccccvece 19 cents 
AMGRADSELE TO BAY WAY. coc ccccccccevctecsievoce secs’ 21 + cents 
Were Ge Fe EVOERY 66. ocisi sc cc.vcmcicncwtiscesdteecons 23.5 cents 
DN ner er ee 23.5 cents 
SRO: TG BE VEY oon oiiis clicsecitivinwesvceneeecgien 25 cents 
eee SS a er rn rere 25 cents 
BEPOre TO PORE TVG oasis. 6. o:0c0:6 oie dicreicicine 60:04 20:0:6:8.00 26 cents 
CUPEIE Bae CO Bre TOG G «ccs 6:0 0 iisiecisisiess06.0i0 se s01c\0-0 26 cents 
LOWES CO POrt FVGLG « o.o:c oi6cc secs esac. gee ge vies ceascieee 27 + cents 
Frankim City t@ POrt. EVOL <<). cc:6v00i90 65:00:00 08s010%8 29 cents 
Draqitem Clee 00 TRA WAY oo 6 0 6:0:0:0:s:n.0::8:0:880 000464 SS cesieverd 29 +cents 
Cape Caries tO WOE BVOC 6 oc osicciccccegececusosicews 31 cents 


The minimum weights should be the same as those fixed on vege- 
table oils in the Oklahoma case, 98 I. C. C. 183, namely: in tank cars 
with a capacity of 60,000 pounds or less, 98 per cent of the shell 
capacity of the tank; in tank cars with capacity of more than 60,000 
pounds, 60,000 pounds; in barrels, drums, or other packages authorized 
and described in the consolidated classification, 30,000 pounds. 

The Commission should further find that the rate on fish oil and 
whale oil from Ivorydale to Port Ivory was not and is not unreason- 
able. Reparation on all shipments should be denied. 


INTERMEDIATE RULE CASE 


A finding of inapplicability and an award of reparation have 
been recommended by Examiner Frank C. Weems, in No. 16682, 
Elaborated Ready Roofing Company vs. Chicago & Eastern IIli- 
nois, as to a rate of 17.5 cents, imposed on four carloads of 
prepared roofing, shipped from Chicago to Terre Haute, Ind., in 
1923 and 1924. The rate charged was 90 per cent of sixth class, 
the proper basis in that territory, but there was a specific com- 
modity rate of 13 cents from Chicago to Midland City, IIl., with 
routing, said Weems, over the C. & E. I. to Terre Haute and 
Pennsylvania beyond. That tariff did not publish rates spe- 
cifically to Terre Haute, but it carried the intermediate applica- 
tion rule. All the defenses set up by the carrier, the examiner 
pointed out, had to yield to the fact that the tariff publishing 
the rate to Midland City, provided for routing via Terre Haute 
and that obviously Terre Haute was intermediate and the lower 
rate was applicable thereto. 


DOCK COAL REPARATION 


Findings against the complainant have been recommended 
by Examiner Harris Fleming in the lake dock coal cases, No. 
14533, Traffic Bureau of the Sioux City Chamber of Commerce 
et al. vs. Baltimore & Ohio et al. The original decision in these 
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cases was made in 89 I. C. C. 170. Fleming said, upon further 
hearing respecting the reasonableness and lawfulness of the 
rates to Sioux City, Ia., between September 9, 1920, and August 
21, 1924, on anthracite and bituminous coal from Lake Superior 
docks and on bituminous lump coal from mining districts in 
Illinois, the Commission should find that damage to the com- 
plainants as a result of the undue prejudice complained of, was 
not established; that the rates were not inherently unreason- 
able; and that in view of the nature of the original proceeding 
there was no such showing as to warrant an award of repara- 
tion. He did not say the complaint should be dismissed, but 
adoption of his recommendation would have that effect. 
Fleming said the issues in the cases, both as to dock coal 
and coal from the Illinois mining districts, were those of rela- 
tionship of rates and not of their reasonableness, in and of 
themselves. He pointed out that the Commission in its report 
said that “the complaint by the Sioux City interests is chiefly 
one of relationship,” and that a certain rate to Sioux City “will 
place this city on a fair level relative to surrounding points.” 
From that, he said, and from a consideration of the earn- 
ings under the rates assailed, compared with those resulting 
under various rates on coal in this territory approved in other 
proceedings, it was clear that the rates to Sioux City subse- 
quent to November 1, 1924, were not reduced because they were 
inherently unreasonable, but merely to procure a proper align- 
ment with the rates to other points competitive with Sioux City. 


BOX RATE CASE 


Examiner Alfred S. Knowlton has recommended the dis- 
missal of No. 16992, Fairfield Paper Co. vs. Atlantic Coast Line 
et al., saying the Commission should find rates on corrugated 
strawboard boxes, k. d., from Baltimore, Ohio, to Durham, 
Winston-Salem and Reidsville, N. C., not unduly preferential or 
prejudicial. The complaint alleged a rate of 49 cents was un- 
reasonable and, compared with a rate of 41 cents from Louis- 
ville, unduly prejudicial. At the hearing, the examiner said, the 
complaint was limited to section 3 and no attack was made 
against the unreasonableness of the rates themselves. The 
examiner pointed out that the same lines did not serve the Ohio 
point and Louisville; also that Baltimore had obtained the 
benefit of the Columbus adjustment giving it lower rates than 
would be made by the usual basis, ether the full combination 
on the Ohio river or the Virginia Cities combination. 


* ANOMALOUS RATE CASE 


Attorney-Examiner F. C. Hillyer has recommended the dis- 
missal of No. 16876, Traffic Bureau, Chamber of Commerce, 
Lynchburg, Va., vs. Reading et al., on a finding that rates on 
nails, washers, nuts and bolts, less-than-carloads, from Birds- 
boro, Coatesville, Lebanon, and Pottstown, Pa., to Lynchburg, 
Va., are neither unreasonable nor unduly prejudicial. The com- 
plaint was against a commodity rate of 46 cents, governed by 
Southern Classification, between points in Official Classification 
territory. The explanation for that was that Southern Classifica- 
tion was applied to meet the joint rail-and-water rates from 
Atlantic seaboard cities. The commodity rate is higher than 
the class rate governed by Southern Classification. The car- 
riers pointed out that it was lower than the correspondinz 
fourth-class rate which would apply if the class rates were gov- 
erned by Official Classification. 


BARBER CHAIR PARTS RATES 


Examiner Harry C. Ames has recommended the dismissal 
of No. 16740, Eugene Berninghaus Company vs. Chicago & North 
Western et al., on a finding that some rates charged on ship- 
ments of barber-chair parts, in carloads, from North Chicago, II1., 
to Cincinnati, O., in September, 1922, were inapplicable but that 
the applicable rates were not unreasonable. The complaint al- 
leged the fourth class rate, 36,000 pounds minimum, which the 
defendants had or were trying to collect, was unreasonable to 
the extent it exceeded fifth class at a minimum of 30,000 pounds. 
The complainant asked for reparation on shipments upon which 
the fourth class had been collected, a waiver of the charges in 
instances in which it had not been collected and the prescrip- 
tion of fifth class for the future. Fifth class was applied in some 
instances and the examiner said there were outstanding under- 
charges on all but one or two shipments covered by the com- 
plaint. 


DEMURRAGE WAS APPLICABLE 


Examiner Burton Fuller has recommended the dismissal of 
No. 15812, Lexington Elevator & Mill Company vs. Baltimore & 
Ohio, on a finding that the demurrage charges assessed for the 
detention, at Lexington, O., in November and December, 1922, of 
ten cars containing grain or feed, were applicable and not unrea- 
sonable. The complaint alleged they were illegal and unreason- 
able. The Commission was asked to require waiving of the 
charges. The complainant said the detention was due to the de- 
fendant’s refusal to permit reconsignment of shipments arriving 
in western line equipment and its failure to furnish a prompt 
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supply of cars for outbound shipments. The examiner said the 
case should be dismissed on the authority of Armour Grain Com- 
pany vs. Director-General, 57 I. C. C. 398, in which the Commis- 
sion laid down the rule that the failure of the carriers to furnish 
cars for the movement of other grain stored in elevators, could 
not be regarded, under the circumstances of that case, as a 
reason why demurrage charges should not be assessed on the 
inbound shipments. It said that to allow the assessing of de- 
murrage on inbound shipments to depend upon the furnishing of 
cars for outbound movement, a separate transaction, would open 
the way to abuses not necessary to protect a — from un- 
lawful acts of the carrier. 

The complainant contended that the carrier, in this case, 
misconstrued the service order put out by the Commission at 
that time. The examiner said whether the Baltimore & Ohio 
properly construed the order as applying to reconsignment as 
well as to reshipment was immaterial, for the record did not 
show that any particular shipments were tendered for recon- 
signment in accordance with the governing tariffs. 


CHERO COLA CASE DISMISSED 


Examiner Alfred S. Knowlton has recommended the dismis- 
sal of No. 17002, Chero Cola Bottling Company vs. Central of 
Georgia, on a finding that the fifth class rate, in carloads and 
third on less than carloads, on shipments of chero cola syrup, 
from Columbus, Ga., to Montgomery, Ala., between February and 
September, 1922, were applicable and not unreasonable. The 
complainant contended for the lower rates applicable on “mo- 
lasses and syrup (except fountain and coloring)” on the ground 
that the chero cola syrup shipped was neither a fountain nor a 
coloring syrup, but a bottling syrup. The examiner said that 
while the syrup in question might not be dispensed from foun- 
tains, it was nevertheless similar to fountain beverages and 
would come under the general classification of fountain syrups. 
He said the defendant had applied the tariff in the generally un- 
derstood and commercially accepted manner and that any other 
construction would be strained. 


REPARATION ON LUMBER 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Bronson Jewell in No. 
16367, Gulf Red Cypress Company vs. Alcolu Railroad Company 
et al., as to a rate of 40.5 cents and charges arising thereunder, 
on cypress, ash, and maple lumber from Gable, S. C., to Cincin- 
nati, O., imposed on shipments moving between February, 1923, 
and May, 1924. The examiner said the Commission should find 
the rate unreasonable to the extent it exceeded 36.5 cents, which 
was subsequently established, and award reparation to that basis. 


FRESH MEAT CASE DISMISSED 


Examiner Horace Johnson has recommended the dismissal 
of No. 16456, Armour & Company vs. Director-General, on a find- 
ing that the rates charged on seven carloads of fresh meat from 
South St. Joseph, Mo., and Kansas City, to Camp Wadsworth, S. 
C., between January 22 and May 6, 1918, were not unreasonable. 
The case involved the construction of a tariff, the complainant 
contending that Camp Wadsworth was in southeastern territory, 
whereas, the defendant contended that it was in Carolina terri- 
tory. By implication, the examiner admitted that the tariff was 
ambiguous, and that the general rule was that in such an in- 
stance it should be construed against its makers. He said the 
rule of fair and reasonable construction, however, required a 
finding that the legal rate was applied. 


G. N. VALUATION CASE 


The Commission has completed the hearing of argument in 
the Great Northern valuation case. The railroad claimed a total 
value of $627,605,754 as of the date of valuation, while the final 
value tentatively reported by the Commission was $392,000,000. 
Objection was made by counsel for the Great Northern to a de- 
duction of $64,000,000 for depreciation and claimed accrued de- 
preciation on valuation date of $27,000,000 as shown on the 
company’s books. Counsel also claimed that approximately $70,- 
000,000 should be added to the cost of reproduction new; that 
$80,000,000 should be allowed for land as against $42,000,000 al- 
lowed by the Bureau of Valuation, and that $15,000,000 should be 
allowed for working capital as against $5,500,000 allowed for that 
purpose by the Bureau. The company also claimed $25,000,000 
for appreciation and $17,000,000 for development cost. 


TENTATIVE VALUATION REPORTS 

Colorado and Southeastern Railroad Company, of Colorado, 
as of June 30, 1918, total owned, $271,600; total used, $262,400. 

Garyville Northern Railroad Company, of Louisiana, as of 
June 30, 1919, total owned, $256,220; total used, $333,896. 

Morehead & North Fork Railroad Company of Kentucky, as 
of June 30, 1918, owned and used, $638,031. 

Alabama & North Western Railroad Company, of Alabama, 
as of June 30, 1919, owned and used, $165,000. 

Minneapolis, Red Lake & Manitoba Railway Company of 
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Minnesota, as of June 30, 1918, total owned, $567,090; tota] 
used, $567,096. 

Tuskegee Railroad Company of Alabama, as of June 30, 1918, 
total owned $100,000; total used, $100,250. 

Tuscarora Valley Railroad Company of Pennsylvania, as of 
June 30, 1917, owned and used, $192,310. 

Bamberg, Ehrhardt & Walterboro Railway of South Caro. 
line, as of June 30, 1918, total owned property, $84,420; total 
used, $112,035. 

Pierre & Fort Pierre Bridge Railway Company of South Da- 
kota, as of June 30, 1917, total owned, $1,100,000; total used, 
$1,149,551. 

Gulf & Northern Railway Company of Texas, as of June 30, 
1919, total owned, $196,500; total used, $196,656 


SUSPENDED TARIFFS 


In I. and S. No. 2536, the Commission has suspended from 
October 27 until February 24 schedules as published in supple- 
ments Nos. 49 and 50 to Speiden’s I. C. C. No. 838. The sus- 
pended schedules propose to increase rates on bark and tanning 
extract, dry and liquid, carloads, from Chattanooga, Tenn., to 
Iron Gate, Va., from 37% cents to 41 cents per 100 pounds. 

In I. and S. No. 2534, the Commission has suspended from 
October 26 until February 23, schedules as published in supple- 
ments Nos. 71 and 72 to Wilson’s I. C. C. No. A-111. The sus. 
pended schedules propose to cancel commodity rates on building 
stone, carloads, from Port Morris, N. Y., and points on the Long 
Island R. R. to destinations in Central Freight Association terri- 
tory and apply class rates in lieu thereof. The following is 
illustrative: ' 

From— Present Proposed 
Port Dicerm, IN. %., to Chetemaes. Ubi. sicck cccicewcwcceces 3416 47% 

In I. and S. No. 2535, the Commission has suspended from 
October 25 until February 22, schedules as published in Louis- 
ville & Nashville I. C. C. No. A-15657. The suspended schedules 
propose to increase rates on cotton, cotton linters and regins 
from points in Alabama, concentrated at Montgomery and 
Selma, Ala., and reshipped to Mobile, Ala., New Orleans, La., or 
Pensacola, Fla. The following is illustrative: 


—_To————_—_- 
Mobile, Ala. New Orleans, La. 


From— 


Pres. Prop. Pres. Prop. 
Cloverfield, Ala. ...... enateaniavwe ea maaein 70% 72 84 85 
EI. IIMs. psa aco o's wsdisie-aceia erin oavorsrse eaters 70% 72 84 85 


In I. and S. No. 2537, the Commission has suspended from 
October 29 until February 26 schedules as published in supple- 
ment No. 19 to Chicago, Rock Island & Pacific I. C. C. No. C-11331. 
The suspended schedules propose to widen the territory west 
of the Missouri River from which Missouri River millers and 
grain dealers may draw grain for transiting and reforwarding 
to points west of El Paso, Tex., under the through rates from 
points of origin to final destination plus proposed out-of-line or 


back-haul charges, and would result in reductions in charges 
for such shipments. 


OLD CASE DISCONTINUED 


The Commission has discontinued No. 7050, an application 
of the Pennsylvania Railroad Company for permission to con- 
tinue to own and use marine equipment at Philadelphia, filed, 
out of ar abundance of caution, under the Panama Canal sec- 
tion oi the interstate commerce law. It is of the same general 
character as the applications pertaining to marine equipment 
in New York harbor, filed in 1914, on which Chairman Aitchison 
held a hearing in New York several months ago so as to make 
a record enabling the Commission to get them off its books. 
This discontinuance was requested by the applicant, which 
filed, not because it was of the opinion that the marine equip- 


ment came within the provisions of the act, but out of an abun- 
dance of caution. 


COMMISSION ORDERS 


The Louisville Board of Trade and Louisville Live Stock 
Exchange have been permitted to intervene in No. 17411, Ken- 
nett-Murray Live Stock Buying Organization et al. vs. the Akron, 
Canton & Youngstown Railway Company et al. 

The Commission has stricken the name of the Director-Gen- 
eral from the order in No. 14876, Seaman Paper Company Vs. 
James C. Davis, Director-General of Railroads, as agent, et al., 
as of the day it was issued, namely, February 9. 

The Commission has authoized the defendant in No. 13690, 
United States Coke & Coal Co. vs. James C. Davis, Director- 
General of Railroads, as agent, Pennsylvania Railroad Company 
et al., to pay to complainant, the United States Coal and Coke 
Company, Incorporated, on or before December 1, 1925, the sum 
of $5,059, with interest thereon at the rate of six per cent per 
annum from February 15, 1919, as reparation on account of un- 
reasonable rates charged for the transportation of numerous 
shipments of mine materials and supplies, in — and less 
than carloads, from Pittsburgh, Pa., to Lynch, K 


The order of July 23, 1925, entered in No. 15410, United Fig 
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October 31, 1925 


& Date Company et al. vs. Atlantic Coast Line Railroad Com- 
pany et al., which by order of September 28, 1925, was modified 
so as to become effective November 30, 1925, is vacated and 
set aside until further order of the Commission. 

The Southern Minnesota Mills has been permitted to inter- 
vene in No. 17265, Commercial Club of Fargo, N. D., et al. 
vs. Big Fork & International Falls Railway Company et al., 
and No. 17315, Farmers Grain Dealers Association of North 
Dakota et al. vs. Great Northern Railway Company et al. 

The Commission has directed the defendant in No. 15126, 
Southern Products Company vs. Director-General, as agent, Alex- 
andria & Western Railway Company et al., to pay to complain- 
ant, the Southern Products Company, on or before December 
1, 1925, the sum of $5,166.96, with interest thereon at the rate 
of six per cent per annum from February 15, 1919, as reparation 
on account of overcharges collected on 23 carloads of com- 
pressed cotton, shipped from Brownsville, Tenn., to Seattle and 
Tacoma, Wash., for export. 

The Commission has authorized the defendants in No. 15926, 
G. G. Roudebush vs. the Atchison, Topeka & Santa Fe Railway 
Company, and Gulf, Colorado & Santa Fe Railway Company, to 
pay to complainant, G. G. Roudebush, $1,439.85 and intervener, 
G. G. Roudebush, Clay Roberts and Carl Roberts, copartners, 
trading as Roudebush, Roberts & Bros., $5,549.58, with interest 
thereon at six per cent per annum from the dates therein set 
forth, as reparation on account of unreasonable rates charged 
for the transportation of numerous carloads of crushed asphalt 
rock, from Dougherty, Okla., to Kansas City, Mo.-Kan. 

The Commission has denied petition for rehearing filed by 
complainants and interveners in No. 15199, and Sub-No. 1, Wash- 
ington Publishers’ Association et al. vs. Baltimore & Ohio Rail- 
road Company et al., and No. 15229, the Evening Star News 
paper Company vs. Canadian Pacific Railway Coompany et al. 

Respondents’ petition for reargument and reconsideration in 
I, and S. Docket No. 2280, Tin Cans from C. F. A. points to 
Michigan, Minnesota and Wisconsin, is denied. 

The Commission has denied the complainant’s petition for 
reargument in No. 16246, Eastman Kodak Company vs. Director- 
General, as agent. 

The Inhabitants of the Town of Essex has been permitted 
to intervene in Finance No. 5098, In the matter of application of 
Boston and Maine Railroad for Certificate permitting the aban- 
donment of its so-called Essex Branch. 

The Indiana Bituminous Coal Operators’ Association has 
been permitted to intervene in No. 15550, Sub. Nos. 1 and 2, 
Burlington Shippers’ Association et al. vs. the Chesapeake & 
Ohio Railway Company et al. 

The Edward Hines Yellow Pine Company and Edward Hines 
Lumber Company have been permitted to intervene in No. 17407, 
American Lumber and Export Company et al. vs. the Alabama & 
Vicksburg Railway Company et al. 

The Commission has dismissed the following complaints in 
Docket No. 9332, Memphis Freight Bureau et al. vs. Illinois Cen- 
tral Railroad Company et al.; No. 13083, the Consolidation Coal 
Company vs. the Cheasapeake & Ohio Railway Company et al.; 
No. 15133, the Standard Oil Company vs. Director-General, as 
Agent; No. 15470, the Palmer Lime & Cement Company vs. the 
Pennsylvania Railroad Company et al., and No. 14888, Utility 
Operating & Supply Company vs. Director-General, as agent. 

The Commssion has reopened for further consideration on 
the present records, No. 14312, Dawson Produce Company et al. 
vs. Alabama & Vicksburg Railway Company et al., and No. 14436, 
Harkrider-Keith-Cooke Company et al. vs. Abilene & Southern 
Railway Company et al. 


The complainant’s petition for rehearing in No. 14204, John 
M. Buckland, trading as National Slag Company, vs. Atlantic 
City Railroad Company et al., is denied. 


The A. E. Staley Manufacturing Company has been permit- 
ted to intervene in No. 17291, the Indianapolis Board of Trade vs. 
Baltimore & Ohio Railroad Company et al. 


The Commission has dismissed the following complaints 
under I. C. C. Docket Nos. 15690, M. Schlensky & Sons et al. vs. 
Director-General, as agent, the Atchison, Topeka & Santa Fe 
Railway Company, et al.; 15700, Aston & Todd, Inc., et al. vs. 
Chicago Great Western Railroad Company et al.; 17207, Per- 
Singer Hardware & Furniture Company vs. New York, New 
Haven & Hartford Railroad Company et al.; 15889, American 
Lumber & Export Company vs. Alabama Great Southern Rail- 
road Company et al.; 15950, Eufaula Cotton Oil Company vs. Di- 
rector-General, as agent; 16384, Tishomingo Land & Lumber 
Company vs. Chicago, Rock Island & Pacific Railway et al.; 
16722, American Lumber & Export Company vs. Cincinnati 
Northern Railroad Company et al.; 16946, J. & G. Lippmann, vs. 
Atlantic Coast Line Railroad Company et al.; 16961, Gulf Naval 
Stores Company vs. Louisville & Nashville Railroad Company; 
16964, Florence Chamber of Commerce vs. Central of Georgia 
Railway Company et al.; 17153, The Utah Consolidated Mining 
Company et al. vs. Butte, Anaconda & Pacific Railway Company 
et al.; 17181, I. L. Pressburg vs. Gulf, Colorado & Santa Fe Rail- 
way Company et al.; 17275, Milne Lumber Company vs. The Dans- 
Ville & Mount Morris Railroad Company et al.; 17278, Arm- 
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strong Packing Company vs. Missouri-Kansas-Texas Railroad 
Company of Texas et al.; and 17380, The John F. Jelke Company 
vs. Chicago & Northwestern Railway Company et al. 

The Chamber of Commerce of Shreveport, La., has been per- 
mitted to intervene in No. 17279, Des Moines Board of Trade 
et al. vs. Fort Dodge, Des Moines & Southern Railroad Com- 
pany et al. 

The effective date of the order entered in No. 14312, Dawson 
Produce Company et al. vs. Alabama & Vicksburg Railway Com- 
pany et al., and No. 14436, Harkrider-Keith-Cooke Company et 
al. vs. Abilene & Southern Railway Company et al., on July 17, 
1925, as subsequently modified is postponed until the further 
order of the Commission. 

The order entered in No. 14701, Jackson Traffic Bureau vs. 
Alabama & Vicksburg Railway Company et al., on August 11, is 
modified so as to permit defendants to establish rates in com- 
pliance therewith upon not less than five days’ notice to the 
Commission and general public, but in all other respects said 
order of August 11 shall continue in full force and effect. 


NOT LIKE SLIGO CASE 


The Traffic World Washington Bureau 


Attorneys for the railroads in No. 16931, Ladd Lime & 
Stone Co. vs. Louisville & Nashville et al., in exceptions to the 
report in that case proposed by Examiner F. C. Weems, under- 
take to make a distinction between the. tariff situation in this 
case and the one upon which the Commission enunciated the 
rule or principle in the so-called Sligo case. Weems has recom- 
mended the disposition of this case in accordance with the Com- 
mission’s decision in‘that case. 

The attorneys point out that in the Sligo case the tariff 
of the Santa Fe, the delivering line, told the shipper that the 
final charge would be on the basis of one increase in the com- 
bined factors. In this this case they asserted there was no such 
language and therefore no such asserted holding out to the 
shipper. They admitted that the tariffs of the Nashville, 
Chattanooga & St. Louis and the Louisville & Nashville provided 
for the deduction of 30 cents per ton from the rates stated 
therein to find the through charge on ground limestone, but 
they asserted that the tariff of the Seaboard Air Line, the 
originating carrier, contained no provision for reducing the 
rate therein stated, if, and when, it was to be used in making 
up a combination through rate. They contended that by no 
stretch of the imagination could the Seaboard tariff be con- 
strued as holding out to the shipper any promise that if, and 
when, the rates therein stated were used in making up a com- 
bination they would be reduced by thirty cents per ton or any 
other sum. 

Weems applied the combination rule to the three factors 
used in making up the combination rate, arriving at the con- 
clusion that the proper rate to have applied was $2.63 per ton. 
The attorneys for the railroads emphasized the fact that the 
Seaboard tariff contained no promise that the factors therein 
stated, when used in making combinations, would be reduced 
by thirty cents or any other sum. They pointed out that the 
southern roads never did make their tariffs on the basis em- 
ployed by the roads concerned in the Sligo case, indicating 
that they appreciated when their tariffs were made up that if 
any carrier made a promise that only one factor in a combina- 
tion would be increased, some one would have to protect a rate 
no higher than one composed of factors each of which had 
been reduced by whatever increase was imposed on joint through 
rates, plus one increase. 


In this case the attorneys made no attempt to controvert 
the grounds upon which the Commission decided the Sligo case, 
but contended that Weems, when he suggested the application of 
the Sligo rule, went farther than the facts warranted, in treat- 
ing the Seaboard Air Line tariff rate factor by the application 
of the combination rule. 


COKE REDUCTIONS ALLOWED 


The Commission, in sixth section permission No. 74433, has 
authorized the Alabama Great Southern and the Louisville & 
Nashville, to establish rates, on coke and coke breeze, from the 
Birmingham district, to southeastern Michigan, on not less than 
ten days’ notice, 50 and 75 cents higher than the rates from 
Chattanooga to the same destinations. The destinations are 
east of the Grand Rapids & Indiana line of the Pennsylvania and 
south of the line of the Pere Marquette. Such rates would be 
lower than those now in effect. 

An emergency condition, resulting from the anthracite strike, 
was given by the applicant railroads as their reason for asking 
permission to make joint rates to destinations that do not now 
have such rates. The applicants said their application had the 
approval of the Central Freight Association coal and coke com- 
mittee. 

Protest against the establishment of the rates was made by 
the By-Products Coke Corporation, from its Chicago office, in 
behalf of the Citizens Gas Co. of Indianapolis, the Chicago By- 
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Product Coke Co., Indiana Coke and Gas Co. of Terre Haute, 
Laclede Gas Co. of St. Louis, Milwaukee Coke & Gas Co., St. 
Louis Coke & Iron Co. of Granite City, Ill., and Pickands, Brown 
& Co. of Chicago. 

The protest and request for suspension of the suggested 
rates were made when the by-products corporation was given 
to understand that the carriers intended to apply for permission 
to make the lower rates effective on less than the statutory no- 
ice of thirty days. The protesting corporation understood the 
application would be for permission to make the through rates 
from the Alabama ovens to points in Ohio, Michigan, Indiana 
and Illinois. It asserted that the rates, which it understood 
would be on the Chattanooga basis, would be unreasonably low 
in violation of the first section and unduly preferential and un- 
duly prejudicial in disregard of the third section. It asserted 
they would vitally affect and cause great damage not only to 
itself, but also to the other producers of by-product coke men- 
tioned. It said they shipped coke from the cities mentioned to 
the destination territory covered by the sixth section applica- 
tion which would be in competition with coke from Alabama, 
which, they said, would move under the reduced rates. 

“No emergency exists which would justify the publication 
of such a tariff on short notice, as there is an abundance of 
coke on hand which can be moved to the destination territory 
in question at once,” said the protesting coke corporation. “As 
a matter of fact, coke manufacturers at Indianapolis, Terre 
Haute and Granite City are now moving large quantities of 
coke into Michigan, where the emergency is alleged to exist.” 

Chattanooga, the rates from which the protesting corpora- 
tion said were depressed, is on the basis, as concerns coke, of 
Connellsville, Pa., and New River, W. Va. 


One user of coke at Detroit and the Hammond Iron Com- 
pany, the latter acting, as it said, as agent for the Alabama 
By-Products Corporation, asked the Commission to grant the 
application of the two railroads. The tariffs, when filed, will 
be a supplement to Louisville & Nashville I. C. C. No. A-15643 
and a new publication in the Alabama Great Southern series. 

This, so far as could be recalled by Commission men han- 
dling the matter, was the first of what might be called a move 
of significance, by any carrier, on account of the anthracite 
strike. Coke is being used for domestic heating. That extra 
demand, apparently, had raised the price to a materially higher 
level, to the hurt, as indicated, of the users for industrial pur- 
poses. By bringing in Alabama coke, the industrial users hope 
to increase the supply of what they have to buy. 


INQUIRY INTO GEORGIA RATES 


The Trafic World Washington Bureau 


The Commission, in No. 17517, rates on chert, clay, sand and 
gravel within the state of Georgia, has instituted a thirteenth 
section inquiry into rates of the sort indicated, established in 
compliance with an order of the Georgia commission, issued 
February 25, 1925, which finally became effective July 1 last. It 
acted upon petition of the railroads in Georgia. However, a 
general inquiry of the kind was suggested by the Alabama com- 
mission last summer, as an incidental part of its request for the 
suspension of sand and gravel rates proposed by the railroads, 
which seemed to be making increases in interstate rates to en- 
able them to comply with the Georgia commission-made situa- 
tion. 

It is not possible easily to recall a rate situation that has so 
many unusual phases. The most outstanding is that the fed- 
eral commission, in I. and S. No. 2470, last August, suspended 
proposed interstate rates that would be higher than rates pre- 
scribed by the Georgia commission, as if the rates prescribed by 
that body were the measure of reasonable maximum rates for 
traffic between Georgia, Tennessee and Alabama, and allowed 
rates not in excess of the Georgia measure to become operative. 
Since that suspension order was issued all the affected rates, 
other than those on slag from Copperhill, Tenn., have been dis- 


posed of. No hearing has yet been held or even appointed in 
that case. 


Another feature that impresses is the provision in the order 
of the Georgia commission prescribing its mileage scale of rates 
on these roadmaking materials, holding interstate rates into 
Georgia as maxima. That is to say, while the Georgia commis- 
sion prescribed what it called reasonable maximum rates, based 
on mileage, it said that none of the rates published thereunder 
should be higher than interstate rates on like commodities for 
similar distances into Georgia. 

According to the Georgia view, it was incumbent upon its 
commission to preserve the revenues of the carriers by making 
a scale for intrastate rates, but which should not be any higher 
than the interstate rates the carriers had established for bring- 
ing roadmaking and building materials of the sort indicated into 
the state. Thereupon the railroads proposed to increase inter- 
state rates, apparently to enable them to obtain the benefit of 
the scale prescribed by the Georgia commission. 

Later they petitioned for an inquiry such as has been started 
in No. 17517, alleging that the Georgia commission had required 
them to establish rates which were less than those permitted or 
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required to be established by the federal commission for inter- 
state traffic. 

The petitions for suspension of the interstate rates that 
seemingly were being brought up so the carriers might obtain 
the benefit of the Georgia rates, now alleged to be lower than 
rates prescribed or permitted by the Commission for interstate 
application, indicated that the producers and suppliers of sand 
and gravel, slag and crushed rock, in the Montgomery, Birming.- 
ham and Copperhill districts, feared that the Georgia scale, 
applied on intrastate traffic, plus the interstate rates proposed 
by the carriers from Birmingham, Montgomery and Copperhill, 
would give the Georgia producers of sand, gravel and crushed 
rock an advantage over them in the Atlanta market. One of 
the Alabama protestants averred there was no gravel or slag 
produced in Georgia, and yet the railroads had seized upon the 
fact that the Georgia commission ordered rates on gravel and 
slag, intrastate, as a reason for increasing the interstate rates. 

Alabama’s commission, last summer, in addition to asking 
for a suspension of the interstate increases, suggested a gen- 
eral co-operative inquiry, by the state and federal commissions, 
into the whole question of rates into road and building material 
rates throughout the South, with a view to producing a har- 
monious rate structure to take the place of the one in existence, 
which, it said, showed the effect of competition between the 
commodities themselves, the dealers therein and between the 
carriers and communities they served. Commissioner McChord 
told the Alabama men the Commission would undertake an 
inquiry of that character if a majority of the state commissions 
agreed to it. Unfortunately, said the Alabama commission, it 
was unable to obtain the consent of its neighbors to the insti- 
tution of such an inquiry. It made the suggestion before the 
railroads proposed to increase interstate rates and renewed it 
in connection with its request for their suspension. 

The Georgia commission, in defense of its scale, compared it 
with the scale prescribed by the Commission in the Meridian 
case, 60 I. C. C., for distances up to 200 miles between Alabama 
and Mississippi, to show that it was as high as the structure 
erected by the federal authority to remove a situation attributed 
to the work of the Alabama commission. 


N. Y. P. & C. APPLICATION 


Attorneys for the New York, Pittsburgh & Chicago, in its 
application for a certificate. of public convenience for the con- 
struction of its line, in exceptions to the proposed report of 
Cc. V. Burnside, assistant director, and Edward Gray, engineer- 
examiner, have asked the privilege of argument before the Com- 
mission. They have summarized their exceptions under eight 
heads. They are: That the report is in error in holding that 
the applicant’s estimates of the cost of construction and equip- 
ment are insufficient; that probabilities of the reduction in the 
cost of construction require a showing of more urgent present 
necessity; that the applicant’s estimate of the cost of operating 
its railroad are insufficient; that its estimates of operating reve- 
nues are insufficient; that the evidence of the superiority of 
the proposed railroad over other and additional or supplemental 
routes crossing Pennsylvania is not sufficient; that the possi- 
bility of construction along other routes which are not the sub- 
ject of definite proposals from any source or of application for 
any certificates, should receive consideration in the decision as 
to the applicant’s petition; that the plans for financing the pro- 
posed railroad are insufficient; and, that the existing railroads 
can continue to handle the traffic between New York and the 
west by expanding their facilities as required. 

The applicant suggests that it, having spent more than 
$400,000, on which the accrued interest amounts to about 
$350,000, its expenditure is far beyond any expenditure implied 
in the transportation act, as necessary, as a condition precedent 
to the granting of a certificate. The attorneys said if the sug- 
gestions of the proposed report were to be carried out a further 
large and excessive expenditure would be required. They sub- 
mitted that Congress had not in mind the requirement of such 
large expenditures in advance of the granting of a certificate. 
They said they were unable to follow the reasoning implied 
in the statement that, “the probability of future recession (of 
construction costs) would justify the requirement of more urgent 
present necessity than would otherwise be the case.” They 
suggested that any reduction in the cost of construction would 
reduce the interest charge and reduce the base upon which 
earnings would have to be made. 

They said only two grounds for refusal of a permit for 4 
construction of railway had ever been stated. These were, they 
said, (1) that such powers should be exercised to prevent the 
construction of railways which would be bankrupt from their 
inception, or at least would not have sufficient traffic and reve 
nue for the maintenance of satisfactory service, or (2) that the 
whole traffic in the region to be served by the proposed neW 
construction would not suffice to support the existing facilities 
plus the facility proposed to be constructed. They contended 
that neither ground existed in respect of the road for which 
they were asking a certificate. : 

Charles Evans Hughes, former secretary of state, signed 
the exceptions, as of counsel. 
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October 31, 1925 


RATE STRUCTURE INVESTIGATION 


Further direct testimony to show the need of the western 
roads for an increase in freight rates was given at the first day 
of the continued hearing in Docket 17000 and Ex Parte 87 before 
Commissioner Aitchison at Chicago, October 26. State commis- 
sioners Amos A. Betts, of Arizona, Frank Millhollan, of North 
Dakota, and C. E. Gilmore, of Texas, sat with him. At the open- 
ing of the hearing he announced that the hearing set for Novem- 
ber 30 at the Nicollete Hotel, Minneapolis, had been changed to 
the House of Representatives’ room, St. Paul, on the same date. 


L. W. Baldwin, president of the Missouri Pacific, as the last 
of the railroad witnesses, entered testimony to show that the 
roads in the southwest were in need of an increase in rates as 
much as any of the other roads in western territory. As an indi- 
cation of the Missouri Pacific’s financial situation, he said that, 
at no time since its reorganization in 1917, had the road paid 
any dividend on common or preferred stock. He said passenger 
earnings in 1924 showed a decrease of 7.6 per cent as compared 
with 1923, while, in the first seven months of 1925, there had 
been a further decrease of 7.5 per cent, as compared with the 
same period in 1924. He said that, since 1920, the carriers oper- 
ating in the western district had sustained losses in revenue that 
he regarded as more or less permanent. He said he referred to 
losses through competition of busses, automobiles, and trucks 
transporting short haul merchandise traffic, a condition that was 
growing out of a continued building of hard surfaced roads, in 
most instances, paralleling the lines of the carriers from and to 
points between which there had been some considerable move- 
ment of merchandise freight traffic handled by the railroads. He 
continued in part as follows: 


Fifty per cent of the total mileage of the Missouri Pacific System 
is at present paralleled by hard-surfaced or improved dirt roads. In 
addition to the losses we have suffered in passenger earnings, the 
following examples are typical of the effect the construction of hard- 
surfaced roads has had on our short-haul merchandise traffic. 


During the year 1919 from Memphis, Tennessee, to Crawfords- 
ville, Earle and Parkin, Arkansas, with distances ranging from 17 to 
32 miles, the Missouri Pacific transported 7,826,692 pounds of less- 
than-carload (merchandise) freight, while in 1921 after the construc- 
tion of a hard-surfaced road between these points, the traffic 
amounted to only 1,391,958 pounds. From Little Rock, Arkansas, to 
Alexander, Bryant and Benton in the same state, with distances rang- 
ing from 17 to 27 miles, the Missouri Pacific in 1919 transported 
2,185,758 pounds of less-than-carload traffic. In 1921, after the com- 
a of hard-surfaced roads, this traffic amounted to only 180,774 
pounds. 

The result of this condition is that while trucks take most of the 
short-haul less-than-carload traffic from and to points connected by 
hard-surfaced roads, and also served = rail carriers, the trucks do not 
take all of the traffic and as a result the rail carriers are compelled to 
continue to furnish service between those points at a substantial loss. 
The examples given are illustrative of the effect competition by truck 
has had on short-haul traffic and it is unquestionably true that when 
the road-building program now under way has been completed in the 
West, the examples I have enumerated will be multiplied manyfold 
and in those portions of the district where the carriers have hereto- 
fore enjoyed considerable traffic between distributing points and sta- 
tions on their lines. It is my view that losses in earnings due to 
truck, automobile and bus competition are permanent and that _ this 
fact should be given consideration by the Interstate Commerce Com- 
mission in determining the issues involved in this case. 


He next turned his attention to the efforts of the carriers to 
keep in a state of efficiency great enough to meet the demands 
for adequate service and said that, since 1920, of the total 
amount spent on equipment and improvement of line and sevrice, 
the roads in the southwest had spent over $160,000,000. He said 
that, if the World War had taught the people of this country 
anything, it was that, next to man-power, the nation’s greatest 
asset was its railroads, and that, if the transportation system 
was to be maintained at the standard demanded by the public 
and required by present economic conditions, the roads would 
have to continue the expenditure of large sums of money for 
improvements for years to come. In order to raise this money 
he said, there must be some assurance that the revenues of the 
carriers would be safeguarded and, when necessary, augmented, 
to enable them to carry the additional investment demanded by 
public interest and welfare. This, he said, had not been done in 
the last five years. 


; He said exhibits introduced at the previous hearing in the 
investigation showed that the return earned by the western car- 
riers had not been higher than 3.96 in the five years and that it 
was evident from these figures that owners of capital would be 
Justified in questioning the advantage of lending their money to 
an enterprise with no better prospects than the railroads have 
Shown in the exhibits entered. 


Chairman Aitchison interrupted to tell him he need not 
80 on with that line of testimony; that it was argumentative and 
a present was not the time for it. The witness said that what 
nad had yet to say along that line was short, but the chairman 
aid that he did not care if it was short and asked the witness 
to 80 on to a statement of facts. 
™ We'd be here until a year from next Christmas if you were 
owed to go on and argue what the exhibits show,” said he. 
i Mr. Baldwin then finished his direct testimony, after saying 
at there had been a considerable increase in the pay roll ex- 
ae fact, an increase of over 4 per cent since 1920—and 
at taxes had increased 21 per cent. He said that, despite the 
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increases in costs and amounts spent on equipment and improve- 
ment, the roads were operated economically and efficiently. 

Chairman Aitchison inquired how the witness proposed that 
the Commission should make it possible to recoup the road’s 
loss in passenger business. The witness said he thought the 
Commission ought to allow the carriers to eliminate unneeded 
unprofitable operation would help to make a better showing as to 
revenues. He was turned over to John A. Benton, general so- 
lines of road. The Commissioner said the answer was general 
and not very helpful and Mr. Baldwin said the elimination of 
licitor for the N. A. R. U. C., for cross examination. 

Mr. Benton asked whether the witness knew with whom the 
idea of making an application for a general increase originated, 
and when the witness replied that he did not know, Mr. Benton 
asked him where he first got the idea. Mr. Baldwin said he got 
the idea in his own mind. There was some misunderstanding over 
the question until it was finally settled by Mr. Baldwin’s saying 
that he did not remember just where he did first hear that there 
was a movement on foot toward making the application for a 
general increase. 

Chairman Aitchison inquired whether that movement orig- 
inated with the railroad executives and the answer was that, so 
far as the witness knew, it did not. 

Mr. Benton asked, in view of the loss in passenger revenue, 
what reduction the road had made in passenger miles operated 
and the answer was that there had been no reductions. There 
were further questions intended to bring out the facts as to 
whether trains on the present passenger schedules were consid- 
ered necessary by the road, and Mr. Baldwin’s reply was that 
they were. 

E. H. Hogueland, counsel for the Kansas commission, asked 
whether there had been any effort on the part of the Missouri 
Pacific to get its lost passenger business back. Mr. Baldwin 
said there had been some effort; that, while the road had not 
attempted to run busses or trucks, it had put motor cars into 
service on its tracks. These, he said, had reduced operating ex- 
penses and were considered successful to that extent. 

Mr. Baldwin was asked whether he thought the public was 
“sold” on the idea of motor transportation—that is, by bus a& 
compared with train. His answer was that he thought travel by 
train, considering the elements of safety and regularity of sched- 
ules, .was still the superior means of transportation. 

Paul A. Walker, of the Oklahoma commission, asked whether 
or not there had been an increase in traffic in the southwest and, 
if so, to what he attributed that increase. The witness said 
there had been an easily discernible increase until two months 
ago, but at that time some of the roads began to show no in- 
creases, though others did. He said the increase in freight traf- 
fic in the southwest was due to the development of oil fields and 
of the country generally. 

W. S. Jackson, for the American Farm Bureau Federation, 
asked whether the road had considered any applications for dis- 
continuance of passenger service or lines. The witness replied 
that there were always under discussion by the officials of the 
road efforts to reduce mileage that did not pay. He was asked 
if the Missouri Pacific might not regain a good share of its lost 
passenger business by giving the same service as the motor lines 
at lower fares than were now in effect on the railroad. He said 
he could not answer without giving some study to the situation. 

S. H. Cowan, for the National Livestock Association, asked 
the witness on what traffic the road made money and Mr. Bald- 
win replied that it made its money on traffic or commodities in 
the aggregate. Mr. Cowan asked on what traffic it lost money. 
Mr. Baldwin replied that, due to the difficulty of allocating all 
the proper expenses to each commodity handled and segregating 
them, it was impossible to say on which particular commodity 
the road might make or lose money. 

Mr. Cowan began to develop his examination along the line 
of determining how livestock and livestock cars were handled, 
when Chairman Aitchison halted him and told him he had gone 
far afield from what the witness had said in his direct testimony 
and that he was making Mr. Baldwin his witness. The commis- 
sioner asked the livestock shippers’ counsel not to continue on 
that line. Mr. Cowan then asked on what commodities the Mis- 
souri Pacific could increase rates, except on livestock and agri- 
cultural products. Mr. Baldwin said he could not say without 
study and he had made no study of the question. He said he thought 
the roads had made a showing of need for an increase and that 
it was up to the Commission to determine how the increase 
should be applied. 

C. R. Hillyer inquired whether the intrastate rates in the 
states through which the Missouri Pacific operated were up to 
the level of the interstate rates. Mr. Baldwin said he understood 
they were not and that he believed the road was not getting the 
proper revenue out of state traffic. 


T. A. Hamilton Again on Stand 


T. A. Hamilton, who testified at the previous hearing for the 
security holders of lines in the northwest, again took the stand. 
He introduced an exhibit and testimony tending to show that the 
ton mile revenue on what he called “western trunk lines” was 
lower than on lines in the western district as a whole. He used 
five lines, the Alton, Great Western, C. St. P. M. & O., M. St. P. 
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& S. Ste. M., and M. & St. L., as reprsentative of roads in West- 
ern Trunk Line Territory and showed that the average revenue 
per ton mile in the western district as a whole was 14.2 per cent 
higher than in Western Trunk Line Territory as represented by 
those five roads. It was his position that the Commission should 
readjust rates so as to bring the ton mile earnings of the western 
trunk line roads up to the level of the roads in the western 
district. 

Chairman Aitchison asked if the ton mile earnings he intro- 
duced in his exhibits of comparisons could be taken as a safe 
guide to the rates when coarse grains, which, by order of the 
Commission, took rates 10 per cent lower than wheat, were 
shown on the exhibit to produce a revenue about 30 per cent 
greater, in the case of corn, and about 55 per cent greater in 
the case of oats. Mr. Hamilton said the figures cited by the 
commissioner were due to the difference in length of haul and 
to the divisions between carriers of rates. 

R. C. Fullbright, of Houston, Texas, asked if milling in 
transit arrangements might not have some effect on the results 
arrived at in comparing ton mile earnings. Mr. Hamilton admit- 
ted that they might. 

In his comparisons of the ton mile earnings on different 
commodities Mr. Hamilton used the five roads mentioned as 
against 53 roads throughout the western district. He showed 
that the average ton mile revenue on all traffic was 1.069 cents 
for the five roads as compared with 1,221 cents for the 53 roads 
and that the average haul of ton miles was 199 for the five roads 
as compared with 231 for the 53 carriers. 

He was asked a number of times why he selected the par- 

ticular five roads he did, and replied each time that he consid- 
ered those five as representative of western trunk line roads. 
Mr. Cowan asked him if he did not think it was absurd to try to 
base rates on ton mile earnings and to say that the rates ought 
to be increased 14.2 per cent in Western Trunk Line Territory. 
Mr. Hamilton denied that he had said that, but said he had rec- 
ommended that the Commission increase rates to a point where 
the ton mile earnings in Western Trunk Line Territory would 
be made to equal those in the western district as a whole. 
* Cross examination, the trend of which was toward develop- 
ing facts that might show that the railroads, by further econo- 
mies and greater efficiency, could increase their revenues, took 
place at the continued hearing, October 27. 


Herman Mueller, for the St. Paul Association, taking up 
the cross examination of T. A. Hamilton, asked the witness why 
he had called the five roads he used in making camparisons 
western trunk line roads. The answer was that they were so 
called because the major portion of their lines ran through 
Western Trunk Line Territory. There arose then the question as 
to Mr. Hamilton’s definition of Western Trunk Line Territory, 
which was settled so far as the comparisons he made were con- 
cerned, when Chairman Aitchison said he understood the witness 
to refer to the territory through which the roads operated. 


Mr. Mueller next inquired about the effect of water com- 
petition and how it might be taken into consideration in making 
rates on the per ton mile basis. Argument as to water competi- 
tion began to manifest itself and the chairman repeated the state- 
ment that the investigation was for the purpose of eliciting 
facts and that this was not the time to argue. 


In answer to a further question, Mr. Hamilton stated his 
position with regard to what he advocated in order to place the 
roads on a basis where they might increase their revenues. He 
said he had made a showing that the western trunk lines, as 
represented by the five lines he had used, were 14.2 per cent 
below the lines in the western district, as a whole, in their 
ton mile earnings, and that he recommended that the western 
trunk lines have special treatment so as to equalize their ton 
mile earnings with the roads in the western district. After that 
had been done, he said, the lines in the west should have the 
5 per cent increase they were seeking. 


C. R. Hillyer, for the Wisconsin Traffic Association, asked 
the witness whether or not it was true that some of the most 
prosperous roads in the country had the lowest ton mile earn- 
ings and whether or not it was true that some of the most 
profitable traffic produced low ton mile earnings. Mr. Hamilton 
admitted that this was so. He said, however, that there were 
other conditions that had to be taken into account besides the 
rates when such situations existed. Mr. Hillyer made the state- 
ment that it was his position that ton mile earnings had 
nothing to do with the rates. He asked the witness whether 
he had not hooked up his testimony with the “Wall Street in- 
terests of the case” rather than with shipping interests. Mr. 
Hamilton said he was not a rate expert and that he had merely 
made a showing as to ton mile earnings. 

Chairman Aitchison, after a few more questions had been 
asked, said there were 25 witnesses to be examined at this 
hearing and that nearly two days had been spent with two 
witnesses. He requested those cross examining and the witnesses 
to “make it snappy.” 

On re-direct examination, Mr. Hamilton said it was his view 
that the rates should be equalized between the two sets of car- 
riers he had used in order to eliminate discrimination among 
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shippers and to increase the revenues of the roads. He said 
rates might be lowered as well as raised in the proper instances, 


Aishton Cross-Examined 


R. H. Aishton, president of the A. R. A., was put on the 
stand for cross-examination. J. F. Shaughnessy, of the Nevada 
commission, asked him how the petition for an increase was 
brought up with the A. R. A. The witness said it was not 
brought up before that body. He was asked how it came up 
with the executives and replied that, to his knowledge, it had 
never been up before the executives. At that point, Chairman 
Aitchison called on Mr. Van Doren and asked him, if, in the 
interest of conserving time, he could say which of the witnesses 
would be able to testify as to the genesis of the application for 
the increase in rates. Mr. Van Doren said that President Sar- 
gent, of the C. & N. W., would answer questions on that subject 
when he took the stand. 

Mr. Shaughnessy asked the witness why, in his exhibit show- 
ing an expenditure of over $2,363,000,000 for equipment and im- 
provements, he had only used the period from 1923 on. Mr. Aish- 
ton said he had done so because, with the beginning of 1923 the 
executives had formulated and announced a policy of giving 
adequate and efficient service and he had said that amount was 
spent wéth the intention of showing that the executives made a 
real effort to carry out the policy. He was asked if a statement 
made by Hale Holden, president of the Burlington, that the roads 
had spent about $3,000,000,000 on improvement and equipment 
since 1920 was correct. The answer was that Mr. Holden was 


about correct—that, if anything, he had underestimated the 
amount. 


The Nevada commission inquired whether there had been any 
increase in mileage of tracks made in that period. Mr. Aishton 
said there had been no substantial increase and that, while there 
might be some in the future, it would be of small amount. He 
was asked if the increased car capacity of 2.1 tons, shown by him 
in an exhibit, was considered a reasonable and economic increase. 
He said it was. Mr. Shaughnessy inquired why new cars were 
needed and the witness said the railroads needed tools to work 
with; that they lacked equipment at the end of federal control 
and had to build up their systems. Mr. Shaughnessy asked about 
a speech made by Mr. Aishton in which he had said that the 
car supply of the railroads might be greatly increased if the 
present cars were moved one mile more a day and if the loadings 
were increased one ton a car. 


“T can’t recall all the speeches I have made, but I have no 
hesitancy in saying here that the theory is correct,” said Mr. 
Aishton. He said what that would do in reality would be to 
increase availablity of equipment for loading, but that, due to 
delay in loading and unloading, the performance of cars in the 
way of movement was cut down. Mr. Shaughnessy wanted to 
know why, if a car moving one mile more a day and carrying 
one more ton would so greatly increase the amount of equip- 
ment, a car moving two miles more a day and carrying two more 
tons would not more increase the car supply and why the average 
of car movement could not be raised to 30 miles a day. The wit- 
ness said he would like to see the movement up to that figure, 
but that the terminal movement would have to be increased 
before it ever could go that high. 


Mr. Shaughnessy inquired why the cars owned by the roads 
were not used to their full capacity and why there was a surplus 
on hand. The witness replied that there were several causes, 
for which the roads were not responsible. He said the anthracite 
strike tied up a large number of cars, that the grape movement 
from California called for a massing of cars there to participate 
in a capacity movement that would last for only about a month 
and then leave cars without loadings, and that the farmers had 
held back their grain shipments, though the carriers always had 
to have a surplus of cars on hand for the movement when it 
started in order to avoid shortages. 


The state commissioner inquired why there had been a 
falling off in ton miles traveled by the railroads from the figures 
registered in 1919 and 1920 and the witness answered that there 
had been a finishing of war business in those years, but that 
since, the traffic had been steady. He was asked if it was likely 
to increase, and he replied that any man who was a “bear” on 
the business of the U. S. was wrong and he believed there would 
be an increase in the next year or two. Mr. Shaughnessy in- 
quired whether the roads, as they were at present, could handle 
such increased tonnage. Mr. Aishton said he thought they 
could, but whether with efficiency and economy he could not say. 


Mr. Shaughnessy went back to the subject of the traffic 
since the completion of after-the-war business and, using the term 
“static,” inquired whether the roads, so well equipped as they 
were, when faced with a tonnage or traffic that was static, might 
not do well to cease such enormous expenditures for new equip- 
ment. Mr. Aishton replied that it was necessary to spend the 
sums that Mr. Shaughnessy referred to as large in order to 
maintain an adequate and efficient service and that, furthermore, 
he did not think the traffic was static. 

Chairman Aitchison: “I thought static applied to radio.” 
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‘Mr. Shaugnessy: “I meant stationary traffic—that is, traffic 
showing no great increase or decline.” 

Mr. Aishton said he did not think the public would stand 
for a system of transportation any less efficient than the present 
one. Mr. Aitchison asked if the witness did not mean, in other 
words, that the country, in its present state of civilization and 
mind, would not go back to 1914 Fords, and the witness replied 
that he did mean that. He said the country would not go back 
to the transportation system of 1920 and 1921. 

Mr. Shaughnessy then called attention to the fact that Mr. 
Baldwin had spoken of the railroads as a national defense facility, 
and wanted to know Mr. Aishton’s opinion on the subject. Mr. 
Aishton said he was not going to make any comparison between 
the army and the navy and the railroads, but he would say 
that a transportation system was needed that would be able to 
meet any war time crisis and that could be used as a complement 
to the army and navy. Chairman Aitchison said that this line 
of questioning need not be pursued—that the importance of 
the roads in war-time was obvious to all men. Mr. Shaughnessy 
said he wanted to develop something about the co-operation 
between the government and the railroads, such as might be 
for the building of terminals. The chairman said that the 
question was not before the present tribunal. 

Sam H. Cowan, for live stock shippers, after asking per- 
mission to remain seated during his questioning, because it was 
impossible for him to stand and hold the armful of exhibits he 
wanted to refer to, asked Mr. Aishton whether freight operating 
sheets were kept by the C. & N. W. when he was president of 
that road and how they were made up. The witness said he 
did not know that they were called by that name, but that the 
information came from wheel reports originally, or, further 
back than that, from the way bills. He said the information was 
furnished to the Commission under oath. He answered another 
question as to unit expenses, to much the same effect, saying that 
the information was furnished to the Commission under the 
system of accounting approved by the Commission. Mr. Cowan 
said he wanted the information in the record as to the individual 
roads, but that he would like to have it stipulated in the record, 
since he could not afford to go to the expense of having copies 
made of the reports to the Commission. Mr. Van Doren objected 
to the stipulation of all the reports in the record and asked that 
Mr. Cowan single out of the reports of freight operation and 
expense what he particularly wanted in the record. - Chair- 
man Aitchison said he would see that everyone who wanted 
them got copies of the reports referred to. 

John Elmquist, for lumber shippers, asked if the roads were 
studying the problem of efficiency and was answered that they 
were. He wanted to know if the A. R. A. had studied the sub- 
ject of consolidations and Mr. Aishton said that the organiza- 
tion had not, but that the individual roads had given the 
matter study. Counsel then inquired whether anything had 
been done by the carriers along the line of jointly using track- 
age. Mr. Aishton said there had been an increase in the mileage 
of track used jointly of 3,716 miles between 1920 and 1923. Mr. 
Elmquist asked if the joint use in some cases might not abviate 
the building of another track by one or the other of the parties 
to the arrangement. The answer was that it might, but that the 
mere act of joint use was not necessarily economy. 


Counsel then inquired whether the recent recommendations 
made by the A. R. A. with regard to standardization of cars 
would result in lower maintenance costs and be a benefit to the 
public. Mr. Aishton said he thought so. He was asked whether 
or not the peak of the amounts spent for equipment and im- 
provement had been reached and replied that he could not say. 
Mr. Elmquist asked if the shippers were to be continually con- 
fronted with those large amounts of expenditures for equipment 
and improvement and the witness answered that he could not 


answer except to say that it would be necessary to keep the 
roads in an efficient state. 


J. N. Teal, for the West Coast Lumbermen’s Association, 
questioned Mr. Aishton and read to him excerpts from state- 
ments made by Commissioners Eastman and McManamy before 
the Senate committee on interstate commerce in May, 1924, with 
respect to the railroads not being operated altogether econom- 
ically, and inquired how that impressed the witness. Mr. 
Aishton said it did not impress him at all. Counsel had referred 
to what he read as the expression of the Commission, and Chair- 
man Aitchison asked where what Mr. Mr. Teal was reading 
could be found and said that he himself knew nothing about it 
as the opinion of the Commission. 

‘Mr. Teal said he wondered where the chairman was then, 
and Chairman Aitchison replied that he guessed he was on the 
job all right, but what he wanted was for Mr. Teal to refer to 
What he read as the statements of those commissioners before 
the Senate committee and not as the expression of the Com- 
Mission, and also to give some reference so that those who 
wanted to look it up might know where to find it. Mr. Teal 
said it could be found in the records of the Senate committee for 
May 31, 1924. 

Then Mr. Teal continued with his questioning of the witness. 

Mr. Teal: “You said—and sneeringly I thought—that, with 
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regard to the operation of the railroads under federal control, 
the least said the better, did you not?” 

Mr. Aishton: “I said it was a page of history that we liked 
to forget.” 

Mr. Teal then inquired if the witness was not one of the 
regional directors during federal control and Mr. Aishton said 
he was. Counsel then read a list of railroad men who also 
served in official capacity in that period. He asked why, with 
some of the best railroad men in the country running the rail- 
roads in the period of federal control, it should be something 
the railroad men wanted to forget. Mr. Aishton said that they 
did want to forget it. 


Mr. Teal: “I’m glad to hear it. I’m glad to hear you black- 
list yourselves in that way.” 


Hastings on Stand 


Paul Hastings, general freight agent of the Santa Fe at San 
Francisco, who testified as to the exceptions to the straight 5 
per cent increase as applying on transcontinental traffic, fol- 
lowed Mr. Aishton. Before cross-examination began he said he 
wanted to make a further addition to the list of items on which 
there would be no advance in rates. He said that, at the 
previous hearing, he had testified that potash, as covered by 
Item 2970 in Countiss’ Eastbound Tariff 3R, would not be ad- 
vanced, and that he now wanted to add to it Items 1845, 1850 
and 2985. 

He was asked by Mr. Teal whether the carriers had consid- 
ered any simplification of tariffs on west coast traffic, and said 
they were constantly considering the subject. Mr. Hillyer began 
cross-examination of the witness on the application of excep- 
tions, but discovered that he was concerned with a point on 
which there was a conflict in the testimony of Mr. Hastings and 
that of Mr. Spens and said he would reserve his examination 
until Mr. Spens took the stand. 

A day of cross-examination in an attempt to bring out the 
sources of statistics presented by economists, at an earlier hear- 
ing, to show the improved condition of the farmer took place at 
the continued hearing, October 28. Only two witnesses—Dr. 
David Friday and H. W. Moorehouse—were questioned, and an 
attempt was made to show that the farmer’s prospect was not 
as rosy as they had pictured. 

After Chairman Aitchison opened the session with an ad- 
monition to counsel to keep questions within the bounds of 
cross-examination and not make unnecessary repetitions, Dr. 
Friday was put on the stand for examination. M. J. Healy, of 
the Kansas Public Utilities Commission, was the first to ques- 
tion him. His questions were directed to determining the source 
of figures introduced by the witness to show increased purchas- 
ing power on the part of the farmer. In all instances Dr. Friday 
answered that he had obtained them generally from bulletins 
and publications of the Department of Agriculture. Mr. Healy 
asked if the witness considered that the picture he had put in 
the record was a true one of the farmer in comparison with 
other industries. The witness replied that, as compared with 
the other industries, the picture of agriculture as being at a 
stage where the farmer’s purchasing power was greatly im- 
proved compared with five years ago was a true portrayal. 

F. S. Jackson, for the American Farm Bureau Federation, 
asked the witness whether it! was not true that he had shown the 
trend of farm prices to be upward and, since that was demon- 
strated, concluded that the farmer’s income was greater. Dr. 
Friday said that was true, but he meant gross income. Mr. 
Jackson said the witness had not shown net income in his ex- 
hibit and asked if it was not true that net income was what 
counted when considering the farmer’s financial condition. Dr. 
Friday said that was so. Then Mr. Jackson wanted to know if 
the farmers had not been spending a good deal of money for 
machinery, labor, and supplies, and the witness said that was 
his understanding. 

Mr. Jackson asked why, in taking figures from the Depart- 
ment of Agriculture’s year book for 1923, the witness had ad- 
mitted footnotes. Dr. Friday wanted to know why he should 
have included them, and Mr. Jackson said their inclusion would 
have resulted in a different showing. He said one note said 
there were duplications in figures, for instance, on milk produc- 
tion, and that the inclusion by the witness of the figure includ- 
ing the duplication resulted in a higher showing on milk produc- 
tion, that would, supposedly, accrue to the farmer’s benefit, than 
actually existed. Another note read, Mr. Jackson said, to the 
effect that the tables printed were confined to showing wealth 
production and made no attempt to show the farmer’s income, 
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Then Mr. Jackson wanted to know why Dr. Friday had used 
the information when the footnote expressly warned against 
using the figures showing wealth production as an index to the 
farmer’s income. 

Dr. Friday said he did not see it that way; that saying the 
tables did not attempt to show the farmer’s income was different 
from referring to computations from it as an index of the 
farmer’s income. 

Chairman Aitchison cleared the situation by saying that all 
he understood Dr. Friday to be doing was attempting to show 
the relative income of the farmer and that he was not using 
the figures published in the year book of the Department of 
Agriculture to show the exact amount of income on agricultural 
products. 

Mr. Cowan, for live stock shippers, next took up the ex- 
amination of the witness, his first questions having as their 
purpose the eliciting of the circumstances under which Dr. Fri- 
day came to testify for the railroads. Mr. Cowan said there was 
nothing wrong in testifying for the railroads, but he wanted to 
know how long the witness had been in the work of appearing 
at cases. Dr. Friday said he had testified in the mileage book 
case, the live stock case, and the present case. 


Hoch-Smith Resolution 


Mr. Cowan read to the witness a part of the Hoch-Smith 
resolution that referred to the depressed state of agriculture 
and the live stock industry and wanted to know if it was Dr. 
Friday’s purpose to show that what Congress had said was not 
true. Dr. Friday said it was, and what he wanted to show was 
that agriculture was greatly improved compared to what it was 
several years ago and was, in fact, on the road to prosperity. 
Mr. Cowan inquired if the witness remembered testimony in the 
live stock case where a number of cattle raisers had said they 
lost money. The witness replied that he did remember the 
testimony. He said, however, that live stock prices had revived. 
Counsel asked him about cotton prices and he replied that prices 
on cotton had improved. Mr. Cowan wanted to know if the 
witness had any friends who raised cotton or whether the wit- 
ness had any experience that would show him that .the cotton 
crop was small. Dr. Friday replied that he had a friend in 
North Carolina who raised a bale of cotton to the acre. 

“That’s a strange story, but I guess it’s all right,” said Mr. 
Cowan. 

After the laughter had subsided, Chairman Aitchison said 
the remark would be stricken from the record. Mr. Cowan said 
he had meant it only as a joke, but the chairman pointed out 
that such remarks were not labeled jokes in the record. Mr. 
Cowan then apologized for “indulging in a joke,” as he put it. 
He then asked the witness if he would deny that the cattle men 
had gone through a period, from 1920 to 1925, of “calamity un- 
paralleled in their experience.” Dr. Friday said live stock prices 
had lagged behind others in their recovery. Counsel insisted on 
a more direct answer and the witness replied in a brief affirma- 
tive. He then said that prices for sheep had recovered in 1922, 
for cotton in 1923, for wheat in 1924, and for live stock in 1925. 

Mr. Cowan asked the witness if he had not prophesied some 
time ago that’ hog prices would reach 15 cents by October. Dr. 
Friday said he had, and counsel then read the day’s market 
quotation, which showed hogs to be selling at not above 11 cents, 
and asked the witness if that did not show his prognostication to 
be incorrect. Dr. Friday admitted that it did, but pointed out 
that he had predicted that cattle would go up and they had 
gone above the figure he had set. 

Dr. Friday said that, for the twelve months from July, 1925, 
to July, 1926, cattle would bring the raiser twice as much as 
he got in the highest pre-war year. He said he believed range 
cattle prices would remain high for at least six years to come, 
and ventured to predict that, with improvement in quality and 
good management in marketing, the next six years would be 
the most prosperous the industry had ever enjoyed. 


H. W. Moorehouse, of the Brookmire Economic Service, fol- 
lowed Dr. Friday. R. Willard, of the North Dakota commission, 
began cross-examination, first turning attention to the exhibit 
introduced by the witness showing the trend of wholesale prices 
of agricultural products and other commodities from 1790 up to 
date. He asked the witness whether the fact that the farmer 
then used most of what he produced would not account for the 
low price of agricultural products previous to 1850, and also 
be the cause for the spread between the line of other com- 
modity prices and the line of agricultural products prices in 
that period. Mr. Moorehouse said it would not, because supply 
and demand operated to keep the prices to a natural level then, 
in that the farmer, using all his products, would reduce the sup- 
ply, thus raising the price his products demanded. 

Mr. Moorehouse was interrogated at some length as to the 
sources of his statistics and answered that most of them came 
either from the Department of Agriculture or from the Bureau 
of Labor Statistics. There was one exception—a figure on com- 
modity production—which, he said, was the result of observa- 
tions of the Brookmire Service staff. Because it was apparent 
that a good deal of time would be taken in showing the exact. 
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origin of all the statistics, Mr. Willard said he would get them 
from the witness later. 

Mr. Willard inquired if the better price levels were due to 
normal courses of events. Mr. Moorehouse said they were, and 
was asked if he thought the low production of wheat in Europe 
and Canada had not caused a come-back in prices. He admitted 
that the low production was responsible to some extent. Mr. 
Willard was reading information as to low production of grain 
from a bulletin of the Department of Agriculture, and Chairman 
Aitchison warned him that he was not proceeding in the best 
way to get that information into the record so that the Commis- 
sion would give it weight. The chairman said it ought to be 
introduced in evidence. The North Dakota commissioner said 
what he wanted to show was that the conditions were not nor- 
mal that brought about the higher prices for agricultural prod- 
ucts. He introduced the bulletin from which he read when he 
was through with cross-examination. 

F. S. Jackson took up the examination of the witness, and, 

after calling attention to the fluctuation of agricultural products 
prices in the exhibit setting forth the trend from 1790 on, said 
that, following each peak, there was a steady decline, but that, 
shortly after the decline began, there was, in every instance, a 
check and a brief rise in prices following which they settled into 
the steady decline. He wanted to know whether the present 
level of prices was not the brief halt in that regular descent and 
whether it would not be followed by a regular decline. The wit- 
ness said that such was not his conclusion. Then, pointing out 
that the showing made for 1925 was only up until about June, 
Mr. Jackson asked if prices had not declined a little since then. 
The witness said that, except for prime beef, lard, poultry, and 
dairy products, they had, but that it was improper and inconclu- 
sive to base opinions on prices over a period of three months. 
He said it was his opinion that, over a period of a year, the price 
level would be even or a little higher. 
Mr. Cowan sought to find out the source of figures on cattle 
sales. He was told that the records of sales at the stock yards 
were used. He asked whether the statistics took into account 
the inter-farm sales of cattle and the witness replied that they 
did. After Mr. Cowan had asked whether the witness had en- 
deavored to show what net the farmer made and had received an 
answer that the witness only attempted to show the trend of 
prices and income, Chairman Aitchison announced that it was 
time for adjournment. 


Night Session Held 


Cross examination that ran into an extra night session took 
place at the hearing October 29. Chairman Aitchison indicated 
a desire to complete the present hearing by October 31, and an 
attempt will be made to do so even if it entails another night 
session. 

E. J. Hagenah, public utilities expert, who testified as to 
price trends at the previous hearing was put on the stand at the 
beginning of the day’s hearing for cross examination. Paul 
Walker, of the Oklahoma Commission, wanted to know what the 
witness thought of the effect on prices of the Federal Reserve 
Bank’s contraction of credit in the latter half of 1920. He estab- 
lished by questioning the witness that there had been a decline 
in prices. Mr. Hagenah said he thought the contraction of credit 
by the Federal Reserve was one of the factors in causing the 
decline. Mr. Walker inquired whether the witness would accept 
a statement to the effect that there had been a decline in the 
prices of 16 commodities from May, 1920, to August, 1921, from 
$87.12 to $27.12 and that Federal Reserve credit had contracted 
something over $1,400,000,000 in that period. He said the state- 
ment had been made by John Skelton Williams, former comp- 
troller of currency. The witness said he would accept the state- 
ment as one made by Mr. Williams. Mr. Walker then wanted 
to know why, if the action of the Federal Reserve reduced prices 
one time, it could not do it another. 

The answer was that the judgment of the Federal Re- 
serve Board was what would prevent any action in the near 
future toward contracting credit and reducing prices. 

Charles Elmquist, for lumber shippers, wanted to know if 
economists were united in an opinion that six years of a stable 
and high price level were due. Mr. Hagenah said not all econo- 
mists were of that opinion, but a majority of them were. Mr. 
Walker inquired if it were not true that economists could not 
forecast price conditions accurately and the witness said he 
would not subscribe to any such statement. He said the accu- 
racy with which some economists had forecast price trends was 
about as great as any human being might accomplish. 

Philip Benson, secretary of the Dime Savings Bank, of 
Brooklyn, who had testified on behalf of the security holders of 
roads in the northwest, was first examined by Herman Eckern, 
for the Wisconsin commission, who asked if all bonds had not 
risen in prices in the last two or three years. The witness said 
he would not say that all of them had, but he admitted that 
there was an upward trend in bonds, including the best of rail- 
road issues. Mr. Eckern wanted to know about the general 
mortgage 4 per cent bonds of the Milwaukee road, maturing in 
1989, and asked if there had not been a rise in their quotation 
from 72.88, in 1924, to 79.75, in August, of this year. The witness 
said the explanation for that would be that those bonds, being 
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Three warehouses, covering almost 200,000 
square feet of floor space. 


An open storage yard, with a frontage on the 
wharf of 500 feet, and served by five pairs 
standard gauge railroad tracks. 


Direct connections with three of the leading 
railroads—the Pennsylvania—Reading—B. &O. 


Shipside Trucks, permitting loading or dis- 
charging directly from or to cars. 


Cranes and hoists of several different makes, 
ranging in capacity from one to twenty-five 
tons. 


Electric tractors and trailers for the handling 
of package freight. 


Magnets for handling bulk commodities, such 
as steel, pig iron, scrap, etc. 


In fact, all the modern conveniences found in 
an organization of this kind — 


With this one outstanding feature—Personal 
Service. Every detail in the hands of an executive 
thoroughly alive to the requirements of the 
shipper and carrier. 


Let us tell you more about it. Address 


BOARD OF HARBOR COMMISSIONERS 
P. O. Box 974 
Wilmington, Delaware 
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on the Delaware 





THE TRAFFIC WORLD 1025 


What a tour of in- 
spection through 
the Terminal will 
reveal —_ 












Ghe 
Port of Houston 


Grows 


and 
Keeps on Growing 
a 





AKING A DEFINITE appeal to 
the manufacturer who ships into the 
Great Southwest from the stand- 





point of 


SPEED, CONVENIENCE 
AND ECONOMY 


A modern Port, fifty miles closer by water 














to your distribution point. 


With adequate rail service over SEVEN- 
TEEN RAILROADS and with an enor- 


mous rate advantage to points in Oklahoma, 





Louisiana, Arkansas, New Mexico, Arizona, 
Colorado as well as to ALL TEXAS COM- 
MON POINTS. 


The details are included in PORT HOUS- 
TON, the official organ of the Port Com- 
mission, and in Houston Freight Rate Book 





number one. 


Both books are Free to traffic executives 










and other interested persons. 


mR & 


Address 


The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
































































































1026 


first mortgages and long time issues, were considered fairly safe 
investments and they had risen with the market. 

Mr. Eckern referred to some figures estimating the prospects 
for earnings of the Milwaukee. He said the figures were those 
of Cloverdale and Colpitts, accountants, and were taken as a 
basis of the Kuhn, Loeb Company’s reorganization plan. These 
estimates showed that, without any increase in rates, due to 
increases in traffic, the Milwaukee would be able to earn a net 
income of $30,000,000 by 1935 and would be able to pay 4 per 
cent on its preferred stock in 1930. Mr. Eckern wanted to know 
then, if all this could be accomplished by 1930 without a rate 
increase, it might be accomplished if the increase were granted. 
Mr. Benson said he could not say, of course, but that it would 
certainly be some years sooner. 

F. G. Squires, valuation engineer of the valuation organiza- 
tion of the western railroads, was put on the stand, following 
the last of the economists. Mr. Cowan said his questions would 
be more or less opportune, but he wanted to ask the witness 
some things that he would not be able to get into the record in 
any other way. Chairman Aitchison, after Mr. Cowan had asked 
several questions not relating to the witness’ direct testimony, 
suggested that counsel for the live stock interests make Mr. 
Squires his own witness. This Mr. Cowan did and began to de- 
velop facts with relation to costs of operation and maintenance. 
He asked several questions regarding what had to be taken into 
account in figuring the maintenance of roadway, such facts as 
those relating to the replacement of ties. He asked what caused 
a deterioration of ties, and H. A. Scandrett, counsel for the Union 
Pacific, objected to the question on the ground of irrelevancy. 
Mr. Cowan said he guessed his railroad friends did not want 
him to develop any testimony along that line. Mr. Scandrett 
said he had no objection other than the one stated. 


Mr. Cowan: “I guess I hit the nail on the head that time.” 
Mr. Scandrett: “You flatter yourself, Judge.” 


Mr. Cowan was allowed to go on with his questions and in- 
quired if the deterioration of ties was not due more to natural 
elements at work on them, than to the volume of traffic. The 
witness replied that he would be unable to answer that, since he 
had made no study of the subject. 


L. E. Wetling, head of the statistical bureau of the western 
railroads, was the next witness. John Benton began cross-ex- 
amination and asked what was the most important single fact 
Mr. Wetling had tried to show in his exhibit Number 1. The 
witness replied that he had endeavored to show that the rail- 
roads had been unable to earn a return on their investment of 
5% per cent. After several questions and answers to settle the 
point of what valuation Mr. Wetling was talking about, it was 
made clear that he was referring to the book valuation of the 
railroads. Mr. Benton wanted to know next if, after 1920, when 
the operating expenses had been made to decrease more than 
the revenue, there had not been established a definite upward 
trend of income. The witness’ answer showed that such as it 
was, there was a trend upward. Mr. Benton asked whether Mr. 
Wetling had figures to show the trend of income in 1925, and he 
replied that he had them up until August and answered a further 
question, saying that the upward trend had continued. Mr. Ben- 
ton asked how much better that period in 1925 was than the 
same period the previous year. The witness replied that, in the 
first eight months, the western roads had an income of 3.62 per 
cent, while for the same period the year before, the figure was 
3.385 per cent. Mr. Benton asked him to translate that into mil- 
lions of dollars. The witness replied that the income of the 
western roads had increased the first eight months of this year, 
as compared with the same period last year, $20,850,000. Mr. 
Benton wanted to know if the improvement had been greater in 
the last few months, to which Mr. Wetling answered that August 
be year had been $7,771,000 in access of the same month in 
1924. 

Then Mr. Benton asked how long, if the improvement con- 
tinued at its present rate, it would be before the lines would be 
earning 5% per cent. The witness replied that he had made no 
computations from which that might be determined. 

J. N. Teal, for the West Coast Lumbermen’s Association, 
after inquiring in detail the particular part Mr. Wetling took in 
preparing his exhibits, asked the same question Mr. Benton had 
put with relation to how long it would take at the present rate 
of improvement before the lines would be earning 5% per cent. 
The witness made much the same answer as before, and added 
that, if the improvement was cumulative in effect, they might be 
able to reach some conclusion, but it would be worthless. 
Monthly fluctuations in returns, he said, rendered it impossible 
and useless to attempt any such computation. 

Mr. Teal asked the witness why it was his bureau, the gov- 
ernment bureaus, and all.other statistical bureaus never agreed 
as to railroad earnings. The witness answered that it was 


doubtless because each had a different idea of railroad property 
value. ’ 


R. C. Fullbright, for the Texas Farm Bureau Cotton Associ- 
ation, inquired why the figure of depreciation reserve shown in 
Mr. Wetling’s compilations was, in some years, three times as 
much as in others. The witness said he has unable to answer 
that question, and he was asked if there was any uniformity in 
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practice among the western carriers for setting off depreciation. 
Mr. Wetling said he didn’t know, that there was not several 
years ago, but he thought the requirements of the Commission 
were gradually bringing about some degree of uniformity. Mr. 
Fullbright said the witness’ exhibits 33 and 34 set forth statis- 
tics showing average haul by commodities over system lines and 
he wanted to know if that average haul was for the whole sys- 
tem or only for constituent lines. The witness replied that the 
average haul was shown for each line. 

Mr. Elmquist asked if, in showing the average haul of 21 
roads on lumber to be 353 miles, the witness had arrived at the 
average by taking the total hauls of 21 roads and dividing by 21. 
Mr. Wetling replied that it was a composite figure and reflected 
the average on each road. 

R. A. Zwemer, for the Sioux City Live Stock Exchange, 
asked the witness what the railroads meant when they said that 
commodities moved freely. Mr. Wetling replied that some com- 
modities would always move even if the freight rates are up all 
but a small portion of the cost. Mr. Zwemer wanted to know if 
agricultural products and livestock were not such commodities. 
Mr. Wetling admitted that they were. 

The point was reached in the cross-examination where there 
was a question as to what raisers of livestock would do if it be- 
came unprofitable to ship cattle. Mr. Wetling said he supposed 
the cattle raisers would drive stock across country to market. 
Mr. Zwemer wanted to know if that was feasible in these days 
of fenced-in land. Chairman Aitchison asked if the result 
wouldn’t be; rather; a relocation of packing houses. The witness 
said he believed it would. 

Mr. Cowan asked as to what Mr. Wetling had based his fig- 
ures on‘in computing returns, the book value or the value set 
by the Commission on the roads, and was told he had used the 
book value, just as he had said previously. Mr. Cowan wanted 
to know why he had taken that figure and Mr. Wetling replied 
that he had done so because he did not think the Commission’s 
valuation was a proper one. 

Mr. Cowan asked Mr. Wetling if he was called in to consult 
the railway executives and traffic committee as to what the car- 
riers would do about the Hoch-Smith resolution, and the witness 
answered that he had prepared some figures back in June or 
May of this year at the request of the carriers. Mr. Cowan asked 
him if he hadn’t also prepared some figures with regard to the 
needs of the western railroads, and the witness replied that he 
had computed that the roads were $178,000,000 short of earning 
5% per cent and would need an 11.02 per cent increase in freight 
rates to make up that amount. Mr. Cowan inquired why the 
figures showing a need of 11.02 per cent more in rates was not 
used—why the roads had changed to a request for an increase of 
5 per cent. The witness said he did not know. 

At the evening session Mr. Cowan continued his cross- 
examination, spending some time in trying to develop the origin 
of statistics compiled by Mr. Wetling. He also attempted to 
have figures as to costs of carrying freight per ton-mile intro- 
duced into the record by Mr. Wetling’s reading from reports to 
stockholders of different railroads. The reports were handed 
to the witness by Mr. Cowan. Chairman Aitchison told Mr. 
Cowan that it would be better if he would introduce those things 
himself later through his own witnesses and not to try to make 
The chairman 
pointed out that Mr. Cowan had made the statement, earlier in 
the hearing, that it was not proper to follow such procedure. 

Mr. Cowan asked the witness whether it was not true that 
heavy traffic had developed over western railroads out of the 
southwest in the last ten years, such as petroleum. Mr. Wet- 
ling replied that there had been some development, but that it 
started longer ago than that. Mr. Cowan asked if there hadn’t 
been an increase in the volume of road materials carried in 
the last three years. Kenneth F. Burgess, counsel conducting 
the direct examination of Mr. Wetling, objected to the irrel- 
vancy of the cross-examination and was sustained. Mr. Cowan 
said he thought the growth of heavy traffic had a material bear- 
ing on the case and Chairman Aitchison asked what it had to 
do with the direct testimony. The chairman said he would 
stand by his ruling. Mr. Cowan said he didn’t know. . . that it 
wouldn’t do him any good, but he guessed he would take excep- 
tion to the ruling. 


Sargent on the Stand 


The last witness at the night hearing was Fred W. Sargent, 
president of the Chicago & North Western. J. H. Henderson, 
attorney for the Iowa commission, handled the cross-examina- 
tion and began by establishing Mr. Sargent’s native state as 
being Iowa, going on from that point to draw out the facts that 
most of his life had been given over to legal work and that, for 
traffic information, he would have to rely on his traffic officers. 

Next Mr. Henderson drew attention to the statement of the 
carriers filed with the Commission with respect to the Hoch- 
Smith resolution and also to the statement filed asking for an 
increase in rates. Mr. Henderson pointed out that the date 
of the petition for an increase was after that of the passage 
of the Hoch-Smith resolution and wanted to know whether the 
one was the cause of the other. Mr. Sargent said the petition 
had been under consideration long before the enactment of the 
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Hoch-Smith resolutioon, and then the attorney for the Iowa 
commission pointed out that the Hoch-Smith resolution had been 
pending before Congress for some time and inquired whether 
knowledge of that piece of proposed legislation had led to the 
request for an increase. Mr. Sargent said there was no connec- 
tion between the two, even if the dates of each might be a basis 
for assuming that there was. Mr. Henderson suggested that 
it could not be said then that the petition was in the nature 
of a counter irritant to the Hoch-Smith resoluion, and President 
Sargent said that it could not. 

Mr. Henderson asked, with regard to the change in the 
request of the carriers from 11 per cent to 5 per cent, if the 
Potter plan was responsible for that change. President Sargent 
said he did not think so, and that, as far as he was concerned, 
he still thought the western carriers ought to be asking an 
11 per cent increase. And then, as though to keep the witness 
occupied until he could determine from his notes just what the 
further line of cross-examination would be, Mr. Henderson asked 
whether Mr. Sargent had any objections to the Potter plan. 
R. N, Van Doren, attorney for the carriers, objected to the ques- 
tion, but Chairman Aitchison said the witness might answer. 

President Sargent voiced a number of objections, the state- 
ment of which took up the remainder of the eveninng session. 
He said the Potter plan was illegal and started to offer a few 
points in law, but the chairman said it was sufficient that the 
witness object to the plan’s legality without arguing the points 
in law. Mr. Sargent said the Potter plan was unconstitutional 
and that it was unfair for the stockholders of one railroad to 
have to contribute to the benefit of stockholders in another road, 
before the first road had earned a fair return. He said he 
would not have the courage to call on another road to help out 
the stockholders on his road. 

He said the plan was unfair to the shippers, that it was not 
fair for, say, shippers of iron ore up in the north end of Michigan 
to have to help pay for the shortcomings of some road down in 
Texas that might fail to earn its return. He said that, fur- 
thermore, it was unfair for the state of Iowa, with its unusually 
subnormal level of intrastate rates, to call on shippers in Texas, 
say, to help make up a deficit of the carriers that might be due, 
in part, to low intrastate rates in Iowa. A further objeciton, 
he said, was the serious accounting problems that would arise 
out of attempting the almost impossible task of following the 
5 per cent increase, segregated and pooled, through all the 
various accounts, from time to time. 

The plan would, said he, place a premium on inefficiency 
and result in railroad employes, from the top of the ladder to 
the bottom, taking the attitude that their best efforts were not 
necessary, because, if their road did not earn its return, it would 
get it out of the pool anyway. He said the plan, furthermore, 
would place one railroad’s right to rates on the consent of the 
other railroads party to the pool and «he could not see how, if 
one carrier was a member of the pool, it could voluntarily reduce 


rates on its own line without asking consent of the others in the 
pool. 


Mr. Henderson said that, when he had asked the question 
about the Potter plan, he had not looked for so lengthy an an- 
swer. He inquired about the 5 per cent increase, asking whether 
it would be of help to, say, the M. & St. L. Mr. Sargent said 
it would help that road to earn more, though it would not enable 
it to earn 5% per cent. Chairman Aitchison asked what the 
straight increase would do for the Burlington, and President 
Sargent replied that Congress had provided what was to be done 
if the Burlington got to earning beyond a fair return, that the 
government would recapture 50 per cent of the excess. 

Mr. Henderson left that subject and asked about the C. & 
N. W. increase in commutation fares, wanting to know how 
much more revenue it would give the road. President Sargent 
said that the figure, on the basis of the straight 20 per cent 
increase, would be about $600,000 yearly. 


ATLANTIC STATES CONDITIONS 


Distribution of goods at wholesale and retail in the eastern 
Atlantic states for the last quarter this year will show an in- 
crease of from 10 to 15 per cent over the corresponding period 
of 1924, according to an analysis compiled by the Atlantic States 
Shippers’ Advisory Board. The survey was based on 40 com- 
modity reports covering all of the basic industries in its terri- 
tory. This district comprehends New York, New Jersey, eastern 
Pennsylvania, Maryland, Delaware, eastern Virginia and the Dis- 
trict of Columbia. 

“The board’s survey of business conditions,” said W. J. L. 
Banham, general chairman of the board, “is, of necessity, one 
of the closest check-ups of the trend of industry which is now 
produced. It is based on accurate estimates which the various 
industries make as to their car requirements for the next ninety 
days. These reports are collated by the American Railway As- 
sociation as they come in from each of the twelve shippers’ 
advisory boards of the country and, in this way, the transporta- 
tion needs of various localities can be anticipated.” 

Increased production is expected in the following industries, 
it is shown in the analysis: automobile, chemical, confectionery, 
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fertilizer, leather, milk, paint and oils, cordage, paper and pulp, 
petroleum and petroleum products, tobacco and building mate- 
rials. 

No change in car requirements is expected for the next 
three months in these industries: canned goods, clay and clay 
products, glass container, lime and gypsum, machinery, storage 
and warehouse, and textiles. 


S. B. Crowell, vice-president of the George B. Newton Coal 
Company of Philadelphia, and chairman of the coal committee, 
reported that there were sufficient stocks of prepared sizes of 
anthracite coal in the eastern Atlantic states to last until about 
November 1. 

“After these sizes are taken,’ said Mr. Crowell, “there is 
enough pea coal to last until about the end of November, and, 
in certain localities sufficient to take care of the situation until 
January 1, 1925. There appears to be enough buckwheat coal, 
which can be used for heating purposes in an emergency to last 


until after Christmas, both for the domestic user and the steam 
user. 


“There is probably two months’ stock at least of bituminous 
coal now on hand. Threats of a strike in West Virginia are not 
alarming. Even so, it would appear that there is enough expan- 
sion in non-union mines to absorb the 30 per cent production of 
bituminous coal now coming from union mines. 

“In central Pennsylvania many of the bituminous operators 
are now sizing their coal, so that, in addition to the normal sup- 
ply of run-of-mine bituminous, there will be a large tonnage of 
low-volatile prepared sizes coming from the central Pennsylvania 
mines to ease a tight situation. Dealers throughout the eastern 
territory have been educated as to proper methods to burn bitu- 
minous coal should it become necessary.” 

The coal committee also estimated that 50 per cent less iron 
ore would be moved during the next three months as compared 
with the same months of 1924. 

The coffee committee found that the general public is going 
back to coffee, and that a “previous tendency toward the use of 
coffee substitutes has apparently run its course.” For this rea- 
son the committee expects a 5 per cent increase in coffee ship- 
ments for the last quarter this year over the corresponding per- 
iod last year. 


A summary of the reports of some of the most important in- 
dustries in the Atlantic States’ Advisory Board territory follows: 


Iron and steel shipments are expected to be from 15 to 20 
per cent greater during the last quarter of 1925 than a year ago. 

Chemicals will show an increase of 5 per cent over the pre- 
ceding quarter and 10 per cent over ‘the same quarter of 1924. 

The confectionery movement will amount to 3,796 more tons 
for the last quarter of 1924 than last year, the committee esti- 
mates. A tonnage totaling 113,146 tons is expected for the last 
three months this year. 

The leather and tanning materials committee reported: “There 
is a continued improvement in the industry and we are hopeful 
that with the beginning of next year there will be a decided up- 
turn in business. Transportation has greatly improved and there 
is no necessity for keeping large stocks on hand.” 

Less-than-carload freight shipments in the Atlantic states 
territory are expected to show an increase of from 10 to 15 per 
cent for the last three months over the corresponding quarter a 
year ago. 

The paint and oil committee reports: “The southern trade 
looks decidedly encouraging, particularly as regards the state of 
Florida. This is a result of the construction which has been go- 
ing on there for several months.” 

Cordage shipments for the last quarter this year are expected 
to show an increase of 10 per cent over last year. 

Paper and pulp business for the last quarter will show an 
increase averaging approximately 20 per cent. This report was 
based on returns from the states of New York, Pennsylvania and 
New Jersey. 

Petroleum shipments are expected to show an increase for the 
last quarter amounting to 10 per cent over 1924. The committee 
estimates, however, that petroleum loadings will be 10 per cent 
less than the preceding quarter. : 

Sugar loadings for October, November and December this 
year are expected to be 25 per cent under the last three months. 
It is estimated that the New York harbor territory will require 
approximately 170 cars a day, Philadelphia 100 cars, and Balti- 
more 130 cars per day. 

Textile loadings for the last quarter this year are expected to 
show an increase of from 10 to 15 per cent over last year. The 
main increase will show up in cotton goods and yarns, suitings 
and overcoats, carpets, felt and pile fabrics. No increase is eX- 
pected in the shipments of woolens, oilcloth and linoleums and 
natural silk. Production of rayon silk is expected to show an 
increase of 5 per cent. ; 

Tobacco products for the last quarter of 1925 may show 4 
slight increase over last year. The shipment of leaf tobacco !§ 
expected to be about 20 per cent higher. 


CHANGES IN DOCKET 


Hearing in No. 17270 and Sub-No. 1, American Linseed Com 
pany vs. N. Y. S. & W. R. R. Co. et al., assigned for October 
29, at New York, N. Y., before Examiner Berry, was postponed 
to a date to be hereafter fixed. i 

Hearing in I. and S. No. 2240, and supplements 1 to 8, incl., 
commodity rates in southwestern territory, I. and S. No. 2269, 
commodity rates from Texas and other southwestern states, 
and No. 15989, Mountain Valley Springs Co. vs. C. R. I. 

Ry. Co. et al., assigned for October 30, at Houston, Tex., before 


Examiner Cheseldine, are postponed to a date to be hereafter 
fixed. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


( ests taken from Reporters and Digests of National Reporter | 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Responsible for Delivery to Wrong Person on Forged Order: 
(Supreme Court of Pennsylvania.) Carrier is responsible 

for delivery of goods to wrong person, though innocently and by 

mistake, as on forged order.—Freedman et al. vs. George W. 

Bush & Sons Co., Inc., 130 Atl. Rep. 263. 

Consignee Held Entitled to Charge that Carrier Might Be Liable 
as Bailee for Negligent Misdelivery, Though Liability had 
Changed to that of Warehouseman: 

In consignees’ action against carrier for value of goods de- 
livered to wrong person, where court charged that, if plaintiff 
neglected to get goods for 48 hours after receiving notice of 
shipment, carrier’s liability changed to that of warehouseman, 
plaintiffs were entitled to charge that carrier might still be 
liable as hailee for negligent misdelivery.—Ibid. 

Charge on Change of Liability to that of Warehouseman Held 
Erroneous as Overemphasizing Consignees’ Neglect in Not 
Going for Goods: 

In consignees’ action against carrier for value of goods de- 
livered to wrong party, charge that, if they were left in carrier’s 
possession through consignees’ negligence, and plaintiffs neg- 
lected going down to get them for 48 hours after receiving no- 
tice of shipment, liability of common carrier changed to that of 
warehouseman, held erroneous as overemphasizing plaintiff’s 
neglect.—Ibid. 

Federal and State Statutes Considered in Determining Liability 
of Interstate Carrier for Misdelivery of Goods: 

In determining interstate carrier’s liability as common car- 
rier, warehouseman or bailee for misdelivery of goods, Act 
Cong. Aug. 29, 1916, Sec. 9, 10 (U. S. Comp. St. Sec. 8604e, 
8604ee), Uniform Bill of Lading Act Pa., June 9, 1911, Sec. 12, 13 
(P. L. 838; Pa. St. 1920, Sec. 1070, 1071), and Act March 11, 
1909, Sec. 9, 10 (P. L. 19; Pa. St. 1920, Sec. 1122, 1123), should 
be considered.—Ibid. 

Railroad Company Liable for Loss of Box Car Lining and Stove 
Only On Own Line: 

(Supreme Judicial Court of Maine.) A box car, previously 
lined and fitted with stove by shipper of potatoes, was furnished 
him by a railroad company for use subject to tariff regulations. 
He consigned car to Boston, from where it was reconsigned to 
other points, during which time lining and stove were lost. Held, 
under express provisions of the tariff rules, and since such 
equipment was not part of any shipment within Interstate 
Commerce Act, that the carrier was liable for loss of lining and 
stove only when occurring on its own lines.—Mooers vs. Bangor 
& A. R. Co., 180 Atl. Rep. 241. 


DELAY IN TRANSPORTATION OR DELIVERY 


State Courts Have Jurisdiction of Action by Shipper Against 
Carrier on Common-law Duty to Furnish Reasonable Number 
of Cars Within Reasonable Time: 

(Supreme Court of Oklahoma.) The state courts have juris- 
diction of an action of the shipper against the carrier to furnish 
a reasonable number of cars within a reasonable time, where the 
action is based on a breach of common-law duty of the carrier to 
furnish cars within a reasonable time, although it be an inter- 
state shipment.—St. Louis-San Francisco Ry. Co. vs. Hobart Mill 
& Elevator Co., 239 Pac. Rep. 165. 

Shipper May Recover Damages from Decline in Market Price of 
Wheat, Caused by Increase in Freight Rates and Levy of 
War Tax Taking Effect on Date Subsequent to Time When 
Wheat Would Have Been Shipped, Had Cars Been Furnished 
Within Reasonable Time: 

For unreasonable delay in furnishing cars for transportation 
of wheat to certain points and at a given time, the shipper is 
entitled to receive damages sustained by reason of a decline in 
the market price of wheat, caused by an increase in freight rates 
and levy of war tax, which took effect on a date subsequent to 
the time when the wheat would have been shipped, had cars 
been furnished within a reasonable time.—Ibid. 

Railroad Station Agent Must be Authorized to Furnish Reason- 
able Facilities Within Reasonable Time for Carrying on Busi- 
ness of Public; in Absence of Satisfactory Showing, Railroad 
Company Is Liable for Damages Resulting from Unreason- 
able Delay in Furnishing cars Promised by Station Agent: 
The law does not require that a station agent be authorized 

to contract with a shipper to furnish a certain kind of car at 

a certain hour of a certain day, in violation of prescribed rules 

of the company, and in discrimination against other shippers; 

but it does require that he be authorized to furnish reasonable 
facilities within a reasonable time for carrying on the business 
of the public, either upon his own authority or upon his demand 
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or notice to the company, and where a car has been demanded 
by a shipper and promised by an agent, and a reasonable 
time taken for furnishing same, then, in the absence of satis- 
factory showing for an unreasonable delay, the company will 
be held liable for the damages resulting from such delay. 
Midland Valley R. Co. vs. Larson, 41 Okl. 360, 138 P. 173.—Ibid. 
Finding of Jury, Based on Proper Instructions, as to What Is 

Unreasonable Delay in Furnishing Cars by Carrier, Will Not 

be Disturbed on Appeal: 

The question of what is an unreasonable delay in furnishing 
cars by a common carrier is one of fact, and the finding of a 
jury, when properly instructed by the court as to the law gov- 
erning the question, will not be disturbed by this court on 
appeal.—Ibid. 


CARRIAGE OF LIVE STOCK 


Failure to File Conclusions of Law and Fact Not Reviewable in 
Absence of Bill of Exceptions or Showing That Requests 
Therefor Made: 

(Court of Civil Appeals of Texas, El Paso.) Trial court’s 
failure to file findings of fact and conclusions of law is not 
reviewable, where record contains no bill of exceptions in respect 
thereto, and no showing that request for separate findings and 
conclusions was made.—Wichita Valley Ry. Co. vs. Davis, 275 
S. W. Rep. 169. 

Notice or Filing of Claim Not Condition Precedent to Action for 
Damages by Delay and Negligent Handling of Cattle in 
Transit: 

In view of Act Cong., March 4, 1925, Sec. 1, as amended by 
Act Cong. Feb. 28, 1920, Sec. 436-488 (U. S. Comp. St. Ann. Supp 
1923, Sec. 8604a), in an action against carrier for damages to 
cattle caused by delay and careless and negligent handling in 
transit, neither notice nor filing of claim is required as condition 
precedent to recovery.—Ibid. 

Testimony That Letter Was Forwarded Through Due Course of 
Mail Raised Presumption That It Was Received; Denial of 
Receipt of Letter Which Witness Testified Was Forwarded 
Through Due Course of Mail Merely Raises Issue of Fact: 
Testimony of plaintiff’s attorney, that letter to carrier’s 

agent, notifying him of claim for damage to cattle, was for- 
warded through due course of mail, raised presumption that 
letter was received by such agent, and agent’s denial of its 
receipt merely raised issue of fact, which was for decision of 
jury, or court in cases tried without jury.—lIbid. 

That Letter Forwarded Through “Due Course of Mail” Imports 
That It Was Properly Addressed, Stamped, and Deposited 
in Mail: 

Testimony of plaintiff’s attorney, that he forwarded letter 
addressed to carrier’s agent notifying him of claim for damage 
to cattle “through due course of mail,” imports that letter was 
properly addressed, stamped, and deposited in mail.—Ibid. 
Casual Connection Between Shopmen’s Strike and Delay in Ship- 

ment Held Not Sufficiently Shown: 

It being incumbent on carrier in suit against it for damages 
to cattle through alleged negligent delay in transit to show that 
delay in transportation was proximately caused by strike, evi- 
dence that shopmen’s strike began three months before shipment 
in question, but not showing to what extent it affected movement 
of trains, does not sufficiently show casual connection between 
strike and delay.—Ibid. 











Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Jurisdiction of Supreme Court to Review Order of Public Util- 
ities Commission Is Discretionary, Not Being “Appellate 
Jurisdiction”: ' 
(Supreme Court of Colorado.) Where writ of review 15 

brought to review order of Public Utilities Commission restrain- 

ing unlawful competition, Supreme Court has Discretionary 
jurisdiction, notwithstanding C. L., Sec. 2954, 2961-2963, which 
attempt to oblige Supreme Court to take jurisdiction of all 
cases involving legality of orders of the commission, since 

“appellate jurisdiction,” as used in Const. art. 6, Sec. 2, relates 

to review by superior court of the final action of an inferior 

court, and the original jurisdiction conferred by section 3 is 

discretionary.—Clark et al. vs. Denver & I. R. Co. et al., 239 

Pac. Rep. 20. 

Supreme Court Will Take Jurisdiction of Writ of Review of 
Orders of Public Utilities Commission Only in Cases Involv- 
ing Questions of Publici Juris: 

Writ of review orders of Public Utilities Commission par 
takes of the character of certiorari, to the issuance of which 
jurisdiction is conferred upon the Supreme Court by Constitution; 
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but such jurisdiction should only be entertained in cases involv- 

ing questions of publici juris.—Ibid. 

Supreme Court Will Decline Jurisdiction When Rights Can Be 
Determined in Lower Court; 

On writ of review to review an order of the Public Utilities 
Commission restraining petitioners from carrying on business in 
alleged unlawful competition with respondents, Supreme Court 
will decline jurisdiction where it appears that the issues can 
be fully determined and the rights of parties preserved in the 
district court.—Ibid. 

Record on Writ of Review Will Not Be Certified to District 
Court After Dismissal: 

On writ of review to review an order of the Public Utilities 
Commission restraining petitioners in alleged unlawful competi- 
tion with respondents, there is no rule which requires that the 
Supreme Court direct the record therein certified to the district 
court after dismissal.—Ibid. 

Contract Giving Rates, Not in Accordance with Statute, Void: 
(Springfield Court of Appeals, Missouri.) Where railroad 

company makes contract giving defendant special freight rates, 
not filing the schedule with Public Service Commission, as 
required in Rev. St. 1919, Sec. 10438, 10444, held, company 
could not recover such freight charges; the contract being void, 
as providing for rates different than those on file. 

Plaintiff cannot base its cause on one theory, and recover 
on a different one.—St. Louis Southwestern Ry. Co. vs. Painton, 
275 S. W. Rep. 55. 

On Claimed Grounds for Avoidance of Interstate Commerce 
Commission’s Order for Reparation, General Equity Juris- 
diction Could Not Be Invoked: 

(District Court, W. D. Pennsylvania.) On none of the 
claimed grounds for avoidance of Interstate Commerce Com- 
mission’s order for reparation for preferential practices in dis- 
tribution of empty cars, because based on erroneous legal 
assumption of liability of one carrier for acts of another, because 
conclusions were arrived at by following legally erroneous 
method, because order is unsupported by evidence, and because 
order is arbitrary, can the general equity jurisdiction be invoked; 
a complete, practical and adequate remedy at law being avail- 
able.—Pittsburgh & W. V. Ry. Co. et al. vs. United States, 6 Fed. 
Rep. (2nd) 646. 

Separate Actions by Unrelated Parties, Based on Reparation 
Award by Interstate Commerce Commission, Not Multiplicity 
of Suits: 

There is not a multiplicity of suits, for prevention of which 
equity may be invoked, though each of unrelated parties proposes 
to bring an action for damages under Interstate Commerce Act, 
Feb 4, 1887, Sec. 16, as amended by Act, June 18, 1910, Sec. 13 
(Comp. St. Sec. 8584), against a carrier, based on the same 
order of the Interstate Commerce Commission for reparation 
for preferential practices in distribution of empty cars.—lIbid. 


SUPREME COURT ACTION 


The Supreme Court of the United States this week granted 
a petition for a writ of certiorari to the Court of Claims in No. 
716, United States of America, petitioner, vs. Central Railroad 
of New Jersey, involving interpretation of paragraph 3 of sec- 
tion 16 of the interstate commerce act. 

The government, in its petition for a review of the decision 
of the Court of Claims giving the railroad judgment against the 
government, said the issues for determination were: 

“With regard to causes existing on date of enactment, does 
the cause of action accrue, for the purposes of computing the 
period of limitation, upon the date of final delivery of shipment 
or on date of passage of act of February 28, 1920? 

“Is the three-year period of limitation prescribed by the 
interstate commerce act retrospective or prospective in its ap- 
plication?” 

In June, 1917, the Central of New Jersey transported prop- 
erty for the United States, but was paid less than the amount 
of charges for which the government was billed. On December 
13, 1922, the carrier brought suit in the Court of Claims to re- 
cover a balance of $1,354.66. The United States pleaded the 
three-year period of limitation in paragraph 3 of section 16. The 
Court of Claims erred, the government contended, in not apply- 
ing the three-year period of limitation to this case and in failing 
to dismiss the suit of the railroad. The government further 
contended that its contention as to paragraph 3 of section 16 
was supported by the amendment of the paragraph of June 7, 
1924. 

In No. 718, Edward F. Goltra vs. John W. Weeks, Secretary 
of War, et al., involving the right of the government to cancel 
the contract between Goltra and the War Department leasing 
barges and tugs for use on the Mississippi, the Supreme Court 
granted a petition for a writ of certiorari to the United States 
Circuit Court of Appeals for the Eighth Circuit. 

In No. 570, James C. Davis, agent, petitioner, vs. Louis Phil- 
lips et al., the Supreme Court denied a petition for a writ of 
certiorari to the Superior Court for Bristol county, Massachu- 
setts. This action involved the recovery of damages against 
Walker D. Hines, as agent, and against James C. Davis, as agent, 
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on account of alleged breaking of plate glass in a shipment 
from Brooklyn, N. Y., to Fall River, Mass., July 3, 1919. The 
suit was originally brought against the New Haven, November 
29, 1919, and substitution of the Director-General as defendant 
was permitted by the lower courts. The Director-General de. 
nied jurisdiction of the courts as to him. 

In No. 759, National Transit Company, petitioner, vs. James 
C. Davis, as agent, the Supreme Court denied a petition for a 
writ of certiorari to the United States Circuit Court of Appeals 
for the Third Circuit. This case involved the question of 
whether the Director-General was entitled to enjoy the benefits 
of a contract entered into between the Erie Railroad and the 
National Transit Company under which the transit company 
laid an oil pipe line along the right-of-way of the Erie in Oil 
City, Pa., before the beginning of federal control. While the 
Erie was under federal control, the pipe line sprung a leak, and 
escaping oil was ignited by a spark from a passing switch en- 
gine, causing a fire which destroyed the factory of the Joseph 
Reid Gas Engine Company. The latter company obtained a 
judgment of $186,157, including interest and costs, against the 
Director-General, and the judgment was paid. Later the Direc- 
tor-General sued the transit company to recover the amount 
paid, under an indemnity clause in the contract between the 
Erie and the transit company. The Director-General obtained 
judgment, the lower court holding he was entitled to the benefit 
of the indemnty clause. The amount of the judgment obtained 
by the Director-General was $221,848. 

In No. 748, E. P. Bledsoe, county treasurer of Comanche 
county, Oklahoma, vs. St. Louis-San Francisco, the Supreme 
Court denied a petition for a writ of certiorari to the Circuit 
Court of Appeals for the Eighth Circuit. The action was one 
in which the railroad recovered for taxes illegally assessed on 
the railroad’s property within Fort Sill Military Reservation. 

In No. 566, Gulf & Ship Island vs. C. G. Hendricks, involving 
judgment against the carrier for overtime, the Supreme Court 
denied a petition for a writ of certiorari to the Supreme Court 
of Mississippi. 

Petitions for writs of certiorari were denied in the follow- 
ing personal injury cases: No. 723, Wabash Railway Company 
vs. Hugh L. Britton; No. 732, Edmond Fenstermacher vs. C. R. 
I. & P.; No. 755, Central of Georgia vs. Lillie May Davis, ad- 


ministratrix, and No. 452, Laura Smith, administratrix, vs. C. 
B. & Q. 


LIABILITY CASE REVERSED 


In an opinion by Mr. Justice Holmes, the Supreme Court 
of the United States this week, in No. 53, American Railway 
Express Company, petitioner, vs. George C. Daniel, reversed the 
Supreme Court of the state of Georgia. 

Suit was brought against the express company for the value 
of a parcel that was received by the company for carriage but 
was not delivered. The company admitted liability for $50, but 
alleged that it could not be held for more, because the receipt 
that it gave fixed that sum as the value of the goods and a 
higher value would have required the payment of a higher rate. 
A verdict, under the ruling of the lower court, was found against 
the company for $100, interest and costs, subject to questions 
of law reserved, and judgment on the verdict was affirmed by 
the Supreme Court of the state, without opinion, by an evenly 
divided court. 

Justice Holmes said the goods were delivered by an agent 
and after conversation between him and the agent of the ex- 
press company the latter put $50 into the receipt as the value, 
neither party having any clear knowledge, and the receipt later 
was handed to and bound the sender of the goods. (Great 
Northern vs. O’Connor, 232 U. S. 508, 514.) 

“The rate for carriage of property valued at more than $50 
was higher than that charged,” Justice Holmes continued. “The 
schedules filed with the Interstate Commerce Commission were 
offered, to show the rates, but were excluded, and the judg- 
ment was affirmed seemingly on the ground that the sending 
agent was not shown to have known that a lower valuation 
secured a lower rate, and that the carrier knew that the agent 
was ignorant of the true value of the goods. No argument is 
made for the respondent and it is plain that the judgment cannot 
be sustained. The carrier’s knowledge of the agent’s ignorance 
of the value was immaterial.” 

Justice Holmes said the carrier’s schedules should have 
been admitted and bound both parties, and that the sender was 


bound to know the relation established by them between values 
and rates. 


COMMISSION’S POWER SUPREME 


‘The Commission is the agency of Congress, and I think, 
has supreme and plenary power, under the transportation act, 
1920, for original hearing of the grievances of complainants as 
alleged in the bill of complaint. They are interested parties, 
and, if the order of the Commission is adverse to their claims of 
right in the premises, they are given the right of appeal to the 
federal courts.” 


The foregoing is the reason assigned by Judge William A. 
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Moncure, in the chancery court of the city of Richmond, Va., 
for dismissing the case of George Cole Scott et al. vs. Chesa- 
peake & Ohio Railway Company, the bill brought by minority 
stockholders of that railroad for an injunction forbidding the 
holding of the meeting of the stockholders of the company to 
consider and pass on the leases proposed by the Van Sweringens 
for the unification of the five railroads to compose the enlarged 
Nickel Plate and to be held by the Nickel Plate. (Traffic World, 
October 17, p. 887.) 


Being of the opinion that Congress had conferred on the 
Commission supreme and plenary power in the matter of appli- 
eations for acquisitions less than consolidation, Judge Moncure 
concluded that his court was without jurisdiction to hear and 
determine the matters complained of in the bill filed by minority 
stockholders to which the company had demurred. The demur- 
rer was sustained and the bill was dismissed. 


Much the larger part of the opinion of Judge Moncure was 
devoted to questions of the power of the Chesapeake & Ohio 
under its charter, issued prior to the present constitution of 
Virginia, the complainants alleging that the company, because it 
had not accepted the new constitution, was without power to 
lease its property to any railroad company of the state’s creation 
or any railroad company outside of the state, under the terms of 
the general corporation law of the state passed under the new 
constitution. The charter of the company antedates the present 
constitution and, if the allegation that it had not accepted it was 
admitted, they company could not have the benefit of the general 
corporation laws allowing leases and other transactions looking 
to the merging or consolidation of railroad and other corpora- 
tions. The complaining stockholders contended that what was 
being proposed was wholly untra vires and violative of their 
rights. The bill admitted, by allegation, that the charter of the 
company had been amended as lately as September, 1922, but 
contended that that amendment (to allow an issue of securities), 


did not confer the right to make a lease of its property as 
proposed. 


The company, the judge said, demurred to the allegations 
about lack of power and also brought in the federal question by 
alleging that Congress gave the Commission power to pass on 
the questions raised by proposals of the sort that had been made 
in respect of the proposed lease and that the court was without 
power to prevent any preliminary step looking towards such acts 
—for example, the holding of a stockholders’ meeting. It said 
that any action by the Virginia court, such as prayed for by the 
bill, would prevent due and orderly performance of the duty 
imposed on the Commission, beyond the power of the court, and 
constitute an unreasonable interference with interstate com- 
merce, contrary to the Constitution of the United States. 


Judge Moncure held that the company, by the amendment of 
September, 1922, accepted the new constitution and became enti- 
tled to claim the benefits of the statute permitting it—among 


other things, to make leases of its property. On the federal 
question, he said: 


Having reached the opinion that The Chesapeake & Ohio Railway 
Company has, by virtue of Section 158 of the Constitution and the 
general laws of Virginia governing corporations, power under its 
amended charter to lease its works, property and franchises to another 
such corporation, chartered and organized under the laws of another 
state, has this court jurisdiction to hear and determine other griev- 
ances complained of by complainants, especially the terms and condi- 
tions of the proposed lease? 

As already stated, on February 21, 1925, joint application of the 
six interested roads (the defendant being one) was filed with the 
Interstate Commerce Commission for authority for The New York, 
Chicago & St. Louis Railway Company to acquire control of the sys- 


tems of the five other companies under paragraph 2 of Section 5 of 
the Interstate Commerce Act. 


Initial hearing on the application was fixed by the Commission 
for April 15, 1925, and on April 7th, complainants filed with the Com- 
mission their petition for intervention. 


One of the reasons for the intervention is stated as follows in 
paragraph (e) of the petition: 


“(e) That the proposed lease from the Chesapeake to the New 
Company when considered in connection with the proposal of Messrs. 
O. P. and M. J. Van Sweringen for the unified control and operation 
of the railroads mentioned in said joint application shows that the 
Chesapeake will have contributed large sums in excess of the divi- 
dends and/or equities which the Chesapeake and/or its stockholqders 
will receive from and in the New Company.” 

By the National Transportation Act of February 28, 1920, the 
Interstate Commerce Act was so amended as to confer upon the Inter- 
state Commerce Commission broad and far reaching powers to meet 
the condition which confronted the national railway transportation 
system. 

Among the powers so conferred was, 

The authority of approve and authorize leases under the provi- 
sions of paragraph (2) of Section 5, as follows: 

**(2) Whenever the Commission is of opinion, after hearing upon 
application of any carrier or carriers engaged in the transportation 
of passengers or property subject to this Act, that the acquisition, to 
the extent indicated by the Commission, by one of such carriers of 
the control of any other such carrier or carriers either under @ lease 
or by the purchase of stock, or in any other manner not involving 
the consolidation of such carriers into a single system for ownership 
and operation, will be in the public interest, the Commission shall 
have authority by order to approve and authorize such acquisition, 
under such rules and regulations and for such consideration, and on 
such terms and conditions as shall be found by the Commission to be 
just and reasonable in the premises.’’ 

Provisions for epee | a plan for consolidation of all of the rail- 
Way properties of the continental United States into a limited number 
of systems as set forth in paragraphs (4), (6) and (6) of Section 5, 
and for effecting consolidations under such plan, and provisions for 
relieving carriers on order of the Commission from all restraints and 





Vol. XXXVI, No. 18 


prohibitions by law, State or Federal, in respect of such leases or con- 
solidations are set forth in paragraph (8) of Section 5 as follows: 

“(8) The carriers affected by any order made under the forego- 
ing provisions of this section and any corporation organized to effect 
a consolidation approved and authorized in such order, shall be, and 
they are hereby, relieved from the operation of the ‘antitrust laws’ as 
designated in Section 1 of the Act, entitled ‘An Act to supplement 
existing laws against unlawful restraints and monopolies, and for 
other purposes,’ approved October 15, 1914, and of all other restraints 
or prohibitions by law, State or Federal, in so far is may be necessary 
to enable them to do anything authorized or required by any order 
made under and pursuant to the foregoing provisions of this section.” 

By paragraph (18) of Section 1 of the Interstate Commerce Act, as 
amended by the Transportation Act, 1920, no carrier by railroad sub- 
ject to the Act may undertake the extension of its line of railroad, or 
the construction of a new line of railroad, or shall acquire or operate 
any line of railroad, or extension thereof, or shall engage in transpor- 
tation under the Act over or by means of such additional line of 
railroad unless and until there shall first have been obtained from the 
Commission a certificate that the present or future public convenience 
and necessity require or will require such construction or operation, 
and no carrier by railroad subject to the Act may abandon any por- 
tion of its line without the Commission’s certificate that the present 
or future public convenience and necessity permit of such abandon- 
ment, and by paragraph (20) of Section 1 of the Act as amended, from 
and after the issuance of such certificate, and not before, 

“The carrier by railroad may, without securing approval other 
than such certificate, comply with the terms and conditions contained 
in or attached to the issuance of such certificate and proceed with the 
construction, operation, or abandonment covered thereby.” 

That Congress has plenary power to regulate and supervise trans- 
portation, in the case of California vs. Pacific Railroad Company, 127 
U. S. 39 (32 L. Ed. 157), Mr. Justice Bradley said, 

“But since in consequence of the expansion of the country, the 
multiplication of its products, and the invention of railroads and loco- 
motion by steam, land transportation has vastly increased, a sounder 
consideration of the subject has prevailed and lead to the conclusion 
that Congress has plenary power over the whole subject.” 

Mr. Justice Hughes, in Minnesota Rate Cases, 230 U. S. 352, says, 

“The general principles governing the exercise of state authority 
when interstate commerce is affected are well established. The power 
of Congress to regulate commerce among the several states is supreme 
and plenary. It is complete in itself, may be exercised to its utmost 
extent, and acknowledges no limitations other than prescribed in the 
Constitution.”’ 

Gibbons vs. Ogden, 9 Wheat, 196. 

That Federal control is supreme for the purpose of exercising the 
power of unifying the transportation systems, without state interfer- 
ence, must be conceded. 

In Coal Co. vs. Penn. Co., 97 Ohio State, 161, it was held that, 

“Primary jurisdiction having been conferred on the Interstate 
Commerce Commission to deal with Interstate Commerce to the extent 
and in the manner provided by Acts of Congress, State courts have no 
right originally to exercise authority over subjects which primarily 
come within the jurisdiction of the Commission.” 

It seems to me the case of Northern Pacific Railway Co. vs. 
Solum, 247 U. S. 47, is quite pertinent, and, as I construe it, it in 
substance says, when the question involved is one within the jurisdic- 
tion of the Interstate Commerce Commission, and that the statutory 
method of determining the question is by appealing first to the Inter- 
state Commerce Commission, and then reviewing its order in the 
United States Courts, that method excluded all other methods of 
judicial determination. 

The syllabus reads: 

‘Held, that the reasonableness of this practice of routing was an 
administrative question within the jurisdiction of the Interstate Com- 
merce Commission, whose decision the State courts had no jurisdic- 
tion to anticipate.”’ 

This is also decided in the case of Texas & Pacific Railway Co. 
vs. Abilene Cotton Oil Co., 204 U. S., 226 (51 L. Ed. 553). To the same 
effect Minnesota Rate Cases, 230 U. S., 352 (57 L. Ed. 1511). 

In the New England Division Case, 261 U. S., 184, at page 189, 
the court said: 

“Transportation Act 1920 introduced into the federal legislation a 
a policy. Railroads, etc. vs. Burlington, etc., 257 U. S 
563-565. 

“Therefore the effort of Congress had been directed mainly to the 
prevention of abuses, particularly those arising from excessive or 
discriminatory rates. The 1920 Act sought to ensure, also, adequate 
transportation service. That such was its purpose Congress did not 
leave to interference. The new purpose was expressed in unequivocal 
language. And to attain it, new rights, new obligations, new ma- 
chinery, were created. The new provisions took a wide range.” 

The opinion then goes on to enumerate and illustrate many of 
the objects and purposes of the 1920 Act. 

It may be stated now as settled law that no court, federal or 
state, can entertain original jurisdiction over a subject matter which 
calls primarily for the exercise of its quasi-judicial powers by the 
Interstate Commerce Commission, and I think the following cases 
sustain this statement, viz.: 

Texas & Pacific Ry. Co. vs. Abilene Cotton Oil Co., 204 U. S., 426 
(51 L. Ed. 553); Texas & Pacific Ry. Co. vs. American Tie Co., 234 
U. S., 138-145, and many other cases to the same effect. 

It is obvious from the plain language of paragraph (2) of Section 
5 of the Transportation Act of 1920, that upon the application of any 
carrier engaged in the transportation of passengers or property sub- 
ject to the Act for the acquisition by one of such carriers of the con- 
trol of any other such carrier, or carriers either under a lease, or the 
purchase of stock, or in any other manner not involving consolidation 
of such carriers into a single system for ownership and operation, “the 
Commission shall have authority by order to approve and authorize 
such acquisition under such rules and regulations and for such consid- 
eration and on such terms and conditions as shall be found by the 
Commission to be just and reasonable in the premises.”’ 

Thus Congress in express terms has conferred upon the Commis- 
sion in express language authority, after hearing, to approve and 
authorize such acquisition (either under lease or the purchase of 
stock) under such rules and regulations and for such consideration 
and = such terms and conditions as may be found just and rea- 
sonable. 

Mr. Justice Hughes in the Minnesota Rate Cases, 230 U. S. supra, 
in speaking of the power of Congress to regulate commerce among 
the several states said the power of Congress was “supreme and plen- 
ary’; that it is complete in itself, may be exercised to its utmost ex- 
tent and knows no limits other than prescribed by the Constitution. 


The Commission is the agency of Congress, and, I think, has su- 
ger plenary power, under the Transportation Act, 1920, for original 
earing of the grievances of complainants as alleged in the bill of 
complaint. They are interested parties, and if the order of the Com- 
mission is adverse to their claims of right in the premises they are 
given the right to appeal to the Federal courts. 
For the above reasons I am of opinion that this court is without 
pgp een ge to hear and determine the matters complained of in the 
ill; that the demurrer should be sustained and the bill dismissed. 


a 


Octo 





October 31, 1925 























United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
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TO 
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mission. 
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Fastest Service by Sea 
Passenger and Freight 


Itinerary: New York — Havana — Panama Canal— 
Balboa — San Diego (Westbound) — Los Angeles — San 


Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage 
All steamers equipped for refriger- 


Proposed Sailing Dates 


Eastbound from San FranciscomLos Angeles 


S.S. Manchuria, Nov. 14 Nov. 16 
S.S. Mongolia, Nov. 28 Nov. 30 


ator cargo. 

Westbound from New York 
S.S. Mongolia, Nov. 5 
S.S. Finland, Nov. 19 


S.S. Manchuria, Dec. 9 












hip by Water 


“DIFFERENTIAL RATES” via 


S.S. Finland, Dec.12 Dec. 14 


A ‘Paciric Line 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 
(W. 28rd St.) Tel. Chelsea 6760 
Chicago, 327 So. La Salle St. 
Philadelphia, Bourse Bldg. 

Rochester, Ellwenger & Barry Bldg. i . Co. 


1 Broadway, N. Y. C. 

Tel. Bowling Green 8300 

Boston, 84 State Street 

Baltimore, Chamber of Commerce Bidg. 
West Coast Agents, Pacific S.S 


Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 


Phila 
Drexe! 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
ja, Pa. 

Bldg. 

And at our Branch Offices at ports of call, etc. 


Pittsburgh, Pa. Chicago, Ill. 
Oliver Bldg. 367N. Michigan Ave. 




























































































































































































































































































































































































































































1036 





CONSOLIDATION OF RAILROADS 


The Traffic World Washington Bureau 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, conferred with President Coolidge this week. 
The conference followed the action taken by the executive com- 
mittee of the association at Chicago with reference to proposed 
railroad consolidation legislation. The executive committee went 
on record for the first time as favoring legislation providing for 
permissive, instead of compulsory, consolidation, subject to the 
approval of the Commission. It is regarded as certain that 
President Coolidge will discuss the subject of railroad consoli- 
dation in his annual message to Congress in December. The 
President recently discussed the subject with Senator Cummins, 
who will reintroduce his consolidation bill, with some modifica- 
tions, when Congress convenes. 

Proposed consolidation legislation that embraces provisions 
designed to compel consolidations after a specified period for 
voluntary consolidations will meet with substantial opposition, 
it is believed, while amendment of the present consolidation pro- 
visions of the transportation act looking to voluntary consolida- 
tions, not according to a plan grouping the railroads of the coun- 
try into a limited number of systems but subject to the approval 
of the Commission, will have considerable support. 


The executive committee of the Association of Railway Ex- 
ecutives, the Associated Traffic Clubs of America, the National 
Industrial Traffic League, and members of state commissions 
are now on record as favoring permissive consolidations. The 
National Association of Railroad and Utilities Commissioners 
did not go on record on the consolidation question at its recent 
convention but Commissioner/Taylor, of Nebraska, chairman of 
the association’s special committee on consolidation, said that 
former President Ainey, of the association, had fairly expressed 
the opinion of the special committee and probably of the asso- 
ciation, on the subject. Mr. Ainey opposed mandatory mergers 
and approved voluntary mergers. The Transportation Confer- 
ence, which met in Washington in January, 1924, also went on 
record in favor of voluntary consolidations, declaring that full 
opportunity should be given carriers to consolidate by voluntary 
action before measures were considered looking to compulsory 
consolidation. 

While President Coolidge is on record as favoring voluntary 
consolidation, he has reflected the views of Secretary Hoover 
and Senator Cummins that the authority of the government to 
compel consolidations ought to be invoked after expiration of a 
specified period for voluntary consolidations. In his last mes- 
sage to Congress on the subject, the President indicated that he 
did not regard the making of a plan as desirable. 

Apparently, therefore, there is general agreement that ade- 
quate provision in the law should be made for voluntary consoli- 
dations. Difference of opinion arises when proposals involving 
a limited period for voluntary consolidations and requiring pro- 
posed consolidations to fit into a plan are advanced. 

It is expected that at least several consolidation bills will be 
introduced at the coming session of Congress. These bills will 
reflect the varying views as to the proper approach to consoli- 
dations. The Senate interstate commerce committee may take 
up the subject first, in view of Senator Cummins’ interest in the 
subject, and declarations of Senator Watson, chairman of the 


committee, that consolidation legislation will be considered by 
the committee. 


RAILWAY EXECUTIVES MEET 


That the executive committee of the Association of Railway 
Executives, in view of the fact that the President and Congress 
had committed the government to a policy of consolidation of 
railroads engaged in interstate commerce, considered the sub- 
ject at a meeting at Chicago, October 23, and reached the con- 
clusion that, if legislation on the matter were to be enacted at 
the next session of Congress, it should provide for permissive, 
instead of compulsory, consolidation, subject to the approval of 
the Commission, was the statement of R. H. Aishton, chairman 
of the executive committee, following the meeting. He an- 
nounced that it had also been agreed by the executive com- 
mittee that federal methods and machinery should be created 


to carry into effect any consolidation approved by the Com- 
mission. 


The subject of regulating motor vehicles in interstate com- 
merce was considered and a committee was appointed to confer 
with the committee recently appointed by the N. A. R. U. C. and 
with representatives of street and interurban railways on the 
subject of legislation with regard to controlling motor trucks 
and busses. The committee consists of W. W. Atterbury, pres 
ident of the Pennsylvania; P. E. Crowley, president of the New 
York Central; E. J. Pierson, president of the New York, New 
Haven & Hartford; C. R. Gray, president of the Union Pacific; 
Hale Holden, president of the Burlington; A. D. McDonald, 
vice-chairman of the executive commitee of the Southern Pa- 
— and W. L. Mapother, president of the Louisville & Nash- 
ville. 


The following new members were appointed to the executive 
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committee to fill vacancies: F. W. Sargent, vice W. H. Finley, 
resigned from the presidency of the C. & N. W.; A. D. McDonald, 
vice Julius Kruttschnitt, of the Southern Pacific, who died; 
W. W. Atterbury, vice Samuel Rea, president of the Pennsylvania, 
retired. Mr. Rea was elected an honorary member of the com- 
mittee and E. F. Cary, president of the Pullman Company, was 
made a member of the executive committee. 

At a meeting of the board of directors of the association 
following the session of the executive committee; plans for 
standardizing box cars were considered and approved, with the 
new steel box car as a model. The mechanical division was 
empowered to design and submit plans for standardized gon- 
dola, live stock, and automobile cars. A meeting, to be attended 
by all the member roads of the association, will be held in 
New York late in November. 


NICKEL PLATE MERGER HEARING 


The Traffic World Washington Bureau 


Reasons why the protesting Chesapeake & Ohio stockhold- 
ers think the Commission should not approve the Nickel Plate 
merger application were given this week when the hearing was 
resumed before Commissioner Meyer by George Cole Scott’, of 
Richmond, Va., chairman of the C. & O. stockholders’ protective 
committee. 

Mr. Scott submitted evidence to refute the suggestion that 
his committee bought the stock which its members now owned 
for the purpose of “fomenting litigation.” 

“I do not agree with the statement of Mr. O. P. Van 
Sweringen in his testimony that the only right or duty of a 
stockholder in a railroad company is to go along with the ma- 
jority or to sell out for cash,” said Mr. Scott. “It is my view 
that a stockholder in a railroad company has the right, and 
it is his duty, to protect his interests and the interests of his 
fellow-stockholders in the enterprise; and that he is charged 
with even a higher duty of seeing that the property of which he 
is a part owner is used and administered in a way which will 
render to the public the maximum service at the lowest cost, 
which is the primary purpose of its creation. When a man in- 
vests his money in a railroad he not only makes an investment 
for himself, but, in my opinion, he assumes a duty and an obliga- 
tion to his co-stockholders and to the public.” 

Mr. Scott said the transportation act required that any plan 
for the unification of the railroads by lease or otherwise should 
be fair and reasonable, which, he said, he took to mean “fair and 
reasonable to the parties in interest as well as to the public.” 
Looking at the matter from the standpoint of the stockholders, 
he said, it must be determined primarily whether the plan was 
fair and reasonable in dealing with their investment. 

The stockholders, Mr. Scott continued, were entitled to re- 
ceive the fair commercial value of their property at the time it 
was transferred. 

“Viewing the Chesapeake & Ohio Railway Company in com- 
parison with the properties of the other companies parties to 
this plan from this standpoint of commercial value, it seems 
obvious to me that the plan is grossly unfair to the stockholders 
as Owners of the Chesapeake & Ohio property,” said he. 

Mr. Scott said the C. & O. was one of the most advan- 
tageously located railroads in the United States from the stand- 
point of business and connections. After outlining some of the 
physical characteristics of the property and territories served 
by it, the witness said it would be difficult to conceive of 4 
railroad property which had so large an element of value in 
established business and possibilities for the future as had the 
C. & O. He said the physical condition of the property was 
excellent and that its road and equipment had been brought to 
a high state of efficiency “by extraordinary maintenance charges 
during the last three years with a corresponding reduction 1 
current net earnings.” 

“Notwithstanding these extraordinary maintenance charges, 
the net earnings have shown unusually large increases from 
year to year, while dividends on the common stock have beet 
kept down to an unjust and wholly unreasonable rate for the 
obvious purpose of affecting adversely the exchange value of 
the stock under the terms of the Van Sweringen proposal, which 
the record shows has been in contemplation during the entire 
period of, in fact for some time prior to, the Van Sweringen con: 
trol of the company,” said he. 

Mr. Scott said a comparison of the working capital of the 
five roads proposed to be unified, as reflected in their net current 
assets, demonstrated the overwhelming superiority of the C. & 
O. to handle its own rapidly increasing business and indicated 
that, if the proposed new system were formed, the C. & 0. 
would provide as of December 31, 1924, 67.5 per cent of its net 
current assets. He said exhibits filed in the case showed con 
clusively that the proposed new system would depend in large 
part upon the resources of the C. & O. to provide adequate 
working capital. He also criticized “the equally objectionable 
provision of the plan” providing for issuance of new preferre d 
stock without voting power, asserting that stockholders coul 
not discharge their duty to the public without voting powé! 
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and that it seemed to him “manifestly contrary to the public 
interest to give to stockholders of this class a higher dividend 
rate in consideration of the surrender of their voice in the 
management of the company.” He also said that the present 
and potential net earning power of the C. & O. was far greater 
than any of the other applicant companies. 

“As I understand it,” Mr. Scott continued, “the transportation 
act was adopted for the improvement of transportation and the 
development of transportation facilities. Its primary purpose 
was not to increase the profits of stockholders or to build up 
private fortunes out of the railroads.” 

Mr. Scott said he was unable to discover any specific trans- 
portation benefit which would result from putting the C. & O. 
into the proposed combination. He said the C. & O. had no 
natural connection with either the Erie or the Nickel Plate and 
that it crossed them at right angles. He said the proposal to 
unify the C. & O. with the other roads “is purely and simply a 
stock manipulation in which the enormous current assets and 
earning capacity of the Chesapeake & Ohio (and the Hocking 
Valley, which it controls) is to be used to build up the value 
of the Erie and Nickel Plate roads in which the proponents of 
the plan, who also control the Chesapeake & Ohio, have a very 
large and controlling interest.” In conclusion, Mr. Scott said: 


There is another aspect of the matter upon which I desire to 
comment. I do not object to men making money in any legitimate 
way. It is not only human but it is desirable that men should be 
successful. I do not believe, however, that it is in the public in- 
terest that the railroads of this country or their securities should 
be manipulated by those in control of the companies for the pur- 
pose of creating large private fortunes at the expense of the stock- 
holders or of the public. The railroads are devoed to the public serv- 
ice. Their securities should be investments. The money devoted to 
the public service through such investments should be used in the 
public interests. 


This proposal and the evidence in support thereof clearly shows 
that the public interest was not even considered in the formulation 
and development of the plan. There is no discussion of the trans- 
portation service or probable benefits from transportation standpoints 
in the minutes of the applicant companies’ meetings. The plan was 
developed by bankers in the interest of bankers and as a banking 
proposition. If it is put threugh it will result in enormous profits 
to the bankers and controlling interests of these properties, and in- 
creased charges upon the public. I do not go into details as these 
are in the record. I merely state the facts. I do not believe that 
a plan which is founded upon these principles or produces these 
results is in the public interest or should be approved by this Com- 


mission. I am confident that it is not within the contemplation of 
the transportation act. 


These general considerations, which are fully supported by the 
facts in the record, led me and those associated with me in our 
own interests and in the interest of the public, to the service of 
which we had devoted our investment in these properties, to oppose 
the consummation of this plan. I have given it careful study. I have 
not acted hastily or with any prejudice whatever to anyone, but I 
am firmly convinced as a result of that study that the plan is grossly 
unjust and unreasonable to the stockholders of the Chesapeake & 
Ohio Railway. Company, that it will result in a serious disruption of 
traffic and corresponding evils in the transportation service; that it 
is opposed to the public interest and is contrary to the entire spirit 
and purpose of the transportation act. For these reasons I think 
it should be rejected by the Commission. 


Mr. Scott was cross-examined at length by W. A. Colston, 
general counsel of the Nickel Plate. 

H. W. Anderson, counsel for the protesting C. & O. stock- 
holders, examined J. R. Nutt, president of the Union Trust Com- 
pany of Cleveland, and a vice-president and director of the 
Nickel Plate, and a director of the Chesapeake & Ohio. Before 
Mr. Nutt was put on the stand, Mr. Nutt’s private secretary and 
a friend of Mr. Nutt’s who traveled with him recently through 
the West in a Nickel Plate private car, were examined as to 
where Mr. Nutt was recently when he was wanted as a witness 
and as to what efforts had been made to advise him that he was 
wanted as a witness. Near the end of the western trip, accord- 
ing to testimony, Mr. Nutt had remarked that he did not want to 
tiga man Colston” because he did not wish to go to Wash- 
ngton. 

Mr. Nutt said he received no salary from the Nickel Plate, 
but admitted that the private Nickel Plate car in which he had 
made several trips was furnished at the expense of the company. 
It was brought out that four of the eight vice-presidents of the 
Nickel Plate were officials of the Union Trust Company. Mr. 
Nutt indicated that he had little to do with the affairs of the 
Nickel Plate. Mr. Anderson questioned Mr. Nutt at consider- 
able length with reference to financial transactions involving 
the Van Sweringens and the Nickel Plate. Mr. Nutt testified 
that he had studied the unification plan and regarded the terms 
as fair. Questioned as to the depositing of cash funds of the 
C. & O. with the Union Trust Company, J. P. Morgan & Co., and 
other banks at 2 and 2% per cent when 3 per cent might have 
been obtained from banks along the line of the road, Mr. Nutt 
said the action was approved by the C. & O. directors, and that 
a fair amount of cash was kept in the local banks. He also said 
he had always believed in keeping money with his friends and 
that the C. & O. was doing business with his bank and the 
others in which deposits had been made. Mr. Nutt said he had 
not learned that he was wanted in Washington until the day 
before his return to Cleveland from his western trip. 

Dr. Lewis H. Haney, director of the bureau of business 
research of New York university, testifying for Hocking Valley 
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dissenting stockholders, said that the compensation offered for 
the Hocking Valley minority stock under the Nickel Plate plan 
was unfair because that stock was worth about $180 a share. 
He said it was proposed to pay about $92 a share for the stock, 
taking the present market value for Nickel Plate stock. 

“I find that the Hocking Valley is worth about $180 a share, 
whether figured on the basis of earnings or assets,” said the 
witness, adding that thus the amount offered was only about half 
the true value. He said that, in addition to the earnings it brought 
to the proposed system, the Hocking Valley was a vital link 
which had such strategic value that it would be worth more 
than $180 a share in a free bargain. He said it was one of 
the five roads that connects the coal properties of West Vir- 
ginia with the more northern roads, and that it was the only 
important north and south line and served to tie together what 
would otherwise be a sprawled out group. 

Dr. Haney said that practically all figures submitted were 
in agreement on the point that the proposed payment for Hock- 
ing Valley stock was considerably less than would be warranted 
by its contribution in earnings. He said this unfairness was 
possible because the majority stockholders were in the double 
capacity of buyer and seller. The first opportunity for real 
bargaining on the basis of actual value was afforded by the 
case before the Commission, he said. 


Hearing Concluded 


Hearing on the Nickel Plate merger application was con- 
cluded this week. Tentative arrangements were made for argu- 
ment before the Commission the latter part of December, prob- 
ably between Christmas and New Year’s. The hearing had been 
in progress, off and on, since April 15, and was productive of 
one of the largest records in the history of the Commission, 
including approximately eight thousand pages of testimony and 
several hundred exhibits. 

Mr. Colston, for the applicant, suggested that argument be 
heard early in December. He said the application should be 
approved as of the first of the new year, as nearly as possible, 
because of accounting problems. His view was that the issues 
involved were simple and that elaborate briefs would not be 
required. Mr. Anderson, for the C. & O. dissenting stockholders, 
however, asked for the usual thirty days allowed for filing of 
briefs and for fifteen days in which to file a reply brief. He also 
said he would be occupied in the Supreme Court of the United 
States the early part of December and, therefore, could not argue 
the case before the Commission at that time. 

Commissioner Meyer said it was obvious that the argument 
could not be heard the early part of December and that, appar- 
ently, the only open time on the Commission’s calendar after that 
was the latter part of the month. It was tentatively agreed that 
four days would be set aside for argument. 


ACQUISITION OF LINES BY C. & O. 


The Chesapeake & Ohio has applied for authority to ac 
quire and operate a line of railroad known as the Stephens 
branch, extending from a point at or near Dinwood, Floyd 
county, Kentucky, a distance of 1.75 miles, and a line of rail- 
road known as Jones Fork branch, extending from a point at 
or near Lackey, Floyd county, Kentucky, to the end of the line 
in Knott county, a distance of 1.76 miles. The Stephens branch 
is to be acquired at a cost of $40,000 in cash, and the Jones 
Fork branch is to be acquired at a cost of $66,143.50 in cash. 
The branches connect with the Elkhorn & Beaver Valley branch 
of the C. & O.’s Big Sandy division. They are feeder lines and 
the principal traffic is coal, according to the application. 


S. P.-C. P. CONTROL CASE 


The Brotherhood of Locomotve Engineers and the Order of 
Railway Conductors have filed objections to the petitions of the 
Public Service Commission of Oregon for reopening of the 
Southern Pacific-Central Pacific control case in connection with 
proposed railroad construction in Oregon. The brotherhoods say 
that the Commission did not reserve jurisdiction to reopen the 
control case for any of the purposes specified in the petition of the 
Oregon Commission. They say that control of Central Pacific 
lines by the Southern Pacific is a matter of general concern not 
local to the state of Oregon and that the control authorized by 
the Commission has resulted in great and far-reaching benefits 


to the brotherhoods and their members as well as to the public 
generally. 


FORD RAILROAD MERGER 


The Trafic World Washington Bureau 


The Detroit & Ironton Railroad Company has applied to the 
Commission for approval and authorization of acquisition 42 
control by it of the Detroit, Toledo & Ironton and the Toledo- 
Detroit Railroad, under paragraph 2 of section 5 of the interstate 
commerce act. All the properties involved are owned by the 
Ford family. ; 

The Detroit & Ironton proposes to acquire control of S 
D. T. & I. by purchase of 63,763 shares of common stock a2 








eS lll 





, 18 


for 
olan 
are. 
ock, 


are, 

the 
half 
aught 
link 
10re 


Vir- 
only 
what 


were 
[ock- 
nted 

was 
uble 

real 
- the 


con- 
argu- 
prob- 
been 
ye of 
sion, 
r and 


nt be 
id be 
sible, 
ssues 
ot be 
lders, 
ng of 
2 also 
nited 
argue 


iment 
uppar- 
r that 
1 that 


to ac- 
yphens 
Floyd 
f rail- 
int at 
ie line 
oranch 
Jones 
- cash. 
branch 
es and 


rder of 
of the 
of the 
n with 
yds say 
yen the 
n of the 
Pacific 
arn not 
ized by 
nenefits 
. public 


nm Bureau 


i to the 
ion and 
Toledo- 
terstate 
by the 


of the 
ock and 





October 31, 1925 THE TRAFFIC WORLD 1039 








This container won't chip or split 


You can use it over and over again 


Because of the unique wood from which it is made and the un- 
usual method of construction, you can use the Balsa Box over 
and over again. Many of the boxes now in use have made over 
a hundred trips. 


They are thick, they are strong; they insulate against heat and 
cold and are the newest and most practical container for shipping 
perishable and semi-perishable goods. 






Write to the office nearest you and let one of our 
traffic experts explain the merits of this box as 
it applies to your business. You'll save money 
shipping the Balsa Box way. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


Balsa Box Department 


New York: 699 Washington Street Chicago: 327 So. La Salle Street 
Baltimore Boston Buffalo Cincinnati Langdon, D.C. Peekskill, N.Y. San Francisco Seattle 


Merchandise Distribution 


FREIGHT FORWARDERS 
City Delivery Service Twice Daily to all Parts 


C j T Y of Greater Kansas City 
ee OF AMERICA Consolidated Car Service With Free Store Door Delivery 


Most Complete and Up-to-Date System of 
Stock Records and Reports 


Transfer & Storage Company 


228-236 West 4th Street 
Located in the Heart of the Wholesale District 
Low Insurance Rates Modern Warehouses 
Prompt and Efficient Service 


CHAMBER OF COMMERCE OF THE U. S. 
MEMBERS CHAMBER OF COMMERCE OF KANSAS CITY 
AMERICAN CHAIN OF WAREHOUSES 
TRAFFIC CLUB OF KANSAS CITY, MISSOURI 


New York Representative Chicago Representative 
O. V. HUKILL, 415 Greenwich Street P. F. CASSIDY, 203 S. Dearborn Street 


Write Us for Information and Rates 


RESPONSIBLE RELIABLE REASONABLE 
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59,325 shares of preferred stock, being a majority of all the out- 
standing stock of the D. T. & I. The applicant proposes to ac- 
quire control of the Toledo-Detroit, by the purchase of all the 
property and assets of the D. T. & IL., including the entire out- 
standing capital stock of Toledo-Detroit now held by the D. 
va es 

“The reason why such acquisition will be in the public inter- 
est,” the applicant said, “is as follows: The lines of railroad 
of the applicant and of said Detroit, Toledo & Ironton Railroad 
Company and said Toledo-Detroit Railroad Company, in fact 
constitute one railroad and can be most conveniently and eco- 
nomically operated under one corporate management. The 
proper operation of said lines of railroad will require the outlay 
of large sums of money. The applicant will be better able to 
make said outlays than the Detroit, Toledo & Ironton Railroad 
Company.” 

The total mileage operated by the D. T. & I. is 431.36, of 
which 13.46 miles are owned by the applicant, and operated by 
the D. T. & I. and 22.23 miles are owned by the Toledo-Detroit 
and operated by the D. T. & I. In addition to the foregoing, the 
D. T. & I. has trackage rights over 23.33 miles of railroad owned 
by the B. & O., and 15.61 miles owned by the N. Y. C. 

The applicant said it would issue its own stock, share for 
share, in exchange for the stock of the D. T. & I. to be acquired 
by it. It said the stock of the D. T. & I. did not have any estab- 
lished market value, but that the estimated value as of March 
31, 1925, was approximately $104.27 per share, based upon an 
appraised net value of $13,022,837, for the property and assets 
of the D. T. & I., after deducting all liabilities, including the esti- 
mated amount to be recaptured by the Commission on account 
of excess earnings for 1923, 1924 and the first three months of 
1925. 

In a separate application the Detroit & Ironton asked for 
authority to issue 123,088 shares of its common stock of the par 
value of $100 each, and $10,985,500 par value of its first mortgage 
five per cent bonds, and to assume the outstanding obligations 
and liabilities of the D. T. & I. remaining after the applicant 
shall have surrendered to the D. T. & I. certain stock and bonds 
of the D. T. & I. in exchange for the property and assets to be 
acquired by the applicant. The securities are to be issued to 
Henry Ford, Edsel B. Ford, and Clara J. Ford, at par, in ex- 
change for securities of equal value of the D. T. & I. 

The funded indebtedness of the D. T. & I. to be assumed by 
the applicant is made up as follows: D. T. & I. first mortgage 
bonds, $2,569,000; equipment notes, $944,800; and, notes to U. S. 
government, as result of federal control indebtedness, $600,000. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 17 totaled 
1,106,114 cars, as compared with 1,106,099 cars the preceding 
week, and 1,102,300 and 1,073,095 cars in the corresponding pe- 
riods of 1924 and 1923, respectively, according to the car service 
division of the American Railway Association. This was the 
thirteenth consecutive week that loading exceeded 1,000,000 cars. 

As compared with the preceding week, increases were re- 
ported in the loading of grain and grain products, coal, coke, and 
ore, and decreases in the loading of live stock, forest products, 
merchandise, L. C. L., and miscellaneous freight. 

Loading by districts the week ended October 17 and for the 
corresponding period of 1924 was reported as follows: 





Eastern district: Grain and grain products, 9,302 and _ 10,824; 
live stock, 3,497 and 3,378; coal, 32,580 and 46,492; coke, 3,687 and 
2,586; forest products, 5,280 and 5,576; ore, 4,309 and 4,141; merchan- 
dise, L. C. L., 73,316 and 67,899; miscellaneous, 110,218 and 104,704; 
total, 1925, 242,189; 1924, 245,600; 1923,255,633. o 

Allegheny district: Grain and grain products, 3,134 and_ 3,350; 


live stock, 3,245 and 3,077; coal, 43,395 and 47,576; coke, 6,187 and 
4,414; forest products, 2,887 and 3,600; ore, 10,472 and 8,214; mer- 
chandise, L. C. L., 58,508 and 54,432; miscellaneous, 86,914 and 


87,497; total, 1925, 214,742; 1924, 212,160; 1923, 217,512. 

Pocahontas district: Grain and grain products, 209 and 228; live 
stock, 339 and 400; coal, 42,726 and 36,612; coke, 609 and 298; forest 
products, 1,574 and 1,753; ore, 142 and 88; merchandise, L. C. L. 
7,495 and 7,337; miscellaneous, 4,745 and 6,028; total, 1925, 57,839; 
1924, 52,744; 1923, 44,738. 

Southern district: Grain and 4,086; 
live stock, 2,399 and 2,467; coal, 29,231 and 25,198; coke, 1,032 and 
858; forest products, 20,877 and 23,314; ore, 1,372 and 1,319; mer- 
chandise, L. C. L., 42,645 and 42,438; miscellaneous, 59,056 and 55,790; 
total, 1925, 160,777; 1924, 155,470; 1923, 145,674. 

Northwestern district: Grain and grain products, 14,364 and 27,192; 
live stock, 12,487 and 10,808; coal, 10,723 and 9,616; coke, 1,303 and 
985; forest products, 18,526 and 17,989; ore, 35,158 and 24,200; mer- 
chandise, L. C. L., 33,781 and 31,110; miscellaneous, 48,331 and 47,057; 
total, 1925, 174,673; 1924, 168,957; 1923, 172,554. 

Central Western district: Grain and grain products, 10,595 and 
17,966; live stock, 18,228 and 19,344; coal, 21,740 and 20,283; coke, 
357 and 296; forest products, 12,596 and 11,210; ore, 3,715 and 3,491; 
merchandise, L. C. L., 38,898 and 38,098; miscellaneous, 76,905 and 
76,571; total, 1925, 183,034; 1924, 187,259; 1923, 169,601. 

Southwestern district: Grain and grain products, 3,531 and 6,277; 
live stock, 3,645 and 3,680; coal, 5,994 and 6,468; coke, 205 and 217; 
forest products, 6,434 and 8,887; ore, 622 and 446; merchandise, L. 


and grain products, 4,165 


Cc. L., 15,177 and 14,569; miscellaneous, 37,252 and 39,566; total, 1925, 
72,860; 1924, 80,110; 1923, 67,383. 
Total, all roads: Grain and grain products, 45,300 and 69,923; 


live stock, 43,840 and 43,154; coal, 186,389 and 199,245; coke, 13,380 
and 9,654; forest products, 68,174 and 72,329; ore, 55,790 and 41,899; 
merchandise, L. C. L., 269,820 and 255,883; miscellaneous, 423,421 
and 417,213; total, 1925, 1,106,114; 1924, 1,102,300; 1923, 1,073,095. 
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Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Hive Weeks i) JARUATY «<.00.00c0cceees 4,450,993 4,294,270 4,239,379 
Four weeks in February............ 3,619,326 3,631,819 3,414,809 
Pour weens in  MaArel.....cccecsrccces 3,694,916 3,661,922 3,662,552 
DOUr WOGES 1 ADE... ccccccscsveces 3,721,662 3,498,230 3,764,266 
IOS WOR TE BIG oc cciccicdcccccscice 4,854,720 4,473,729 4,876,893 
Four weeks im June .....ccccccccccce 3,956,011 3,625,182 4,047,603 
OUT WOGe TE DUEF occ ccsivccccccsecse 3,887,834 3,524,909 3,940,735 
Five weeks in August... .ccccccecse 5,364,010 4,843,997 5,209,219 
Four weeks in September........... 4,297,453 4,147,885 4,147,783 
WOO GF COIS Bo occ cccicccccwescees 1,112,463 1,077,748 1,079,776 
WOOK OF COORG? 10... ciccccsccceecess 1,106,099 1,088,956 1,085,938 
WOO OE COCISE FE a vie kkicce ecavesion 1,106,114 1,102,300 1,073,095 

WEE nissaccsact oa asauneamennmeer 41,171,601 38,970,947 40,542,048 


OPERATING STATISTICS 


Operating statistics of Class I railroads, switching and 
terminal companies not included, for August and the eight 
months ended with August, compiled from carriers’ reports by 
the Bureau of Statistics of the Commission, show the following: 

Car-miles loaded—1,499,682,000 for August and 1,343,416,000 for 
August, 1924; 10,815,457,000 for eight months ended with August and 
10,227,405,000 for same period of 1924. 

Car-miles empty—838,447,000 for August and 717,297,000 for Aug- 
ust, 1924; 5,959,250,000 for eight months ended with August and 5,495,- 
609,000 for same period of 1924. 

Net ton-miles—41,723,000,000 for August and 36,457,000,000 for 
August, 1924; 292,197,000,000 for eight months ended with August and 
274,371,000,000 for same period of 1924. 

Average number of locomotives on line daily—32,302 for August 
and 33,355 for August, 1924; 32,594 for eight months ended with 
August and 33,215 for same period of 1924. 

Average number of freight cars on line daily—2,546,750 for 
August and 2,489,694 for August, 1924; 2,522,768 for eight months 
ended with August and 2,471,309 for same period of 1924. 

Per cent unserviceable of total locomotives—17.1 for August and 


18.6 for August, 1924; 18.3 for eight months ended with August and 
18.9 for same period of 1924. 
Per cent unserviceable of total cars on line—8.1 for August and 


8.6 for August, 1924; 8 for eight months ended with August and 7.6 
for same period of 1924. 


Car-miles per car-day—29.5 for August and 26.6 for August, 1924; 


od for eight months ended with August and 26 for same period of 


Net tons per loaded car—27.8 for August and 27.1 for August, 


ag Ba for eight months ended with August and 26.8 for same period 
of 1924. 


AMOUNT OF CLAIMS DECLINES 


“Claims paid to shippers by the railroads of this country 
during the first six months this year for loss on certain com- 
modities in which theft has always been one of the major causes, 
were more than 36 per cent less than during the corresponding 
period in 1924,” says the American Railway Association. 

“Freight claims, for instance, paid on shipments of boots 
and shoes during the first half of 1925 were 50 per cent less than 
during the first six months in 1924, while there was a reduction 
of nearly 40 per cent in the amount of claims paid on clothing, 
dry goods and notions. On tobacco, a decrease of nearly 39 per 
cent was reported, and on automobiles there was a decrease of 
more than 47 per cent. 

“In 1920, claims paid for ‘unlocated loss’ of entire packages, 
due mainly to theft and improper handling of freight, cost the 
railroads $19,000,000, while it is estimated on the basis of re 
ports for the first six months that such claims for the entire 
year 1925 will not exceed $2,500,000, of which $750,000 will cover 
shortages from carload shipments, a greater majority of which 
are not loaded or unloaded by carrier at either the sending or 
receiving end. 

“This big decrease in the amount of such claims so far this 
year, compared with previous years, is attributed to the follow- 
ing factors: 


“1. Greater efficiency in the handling of freight. 

“2. Improved administration and effectiveness of the police de- 
partments maintained by the various railroads. 

“3. Cooperation of the shippers in bringing about the better 
packing of freight shipments with especial reference to security, not 
only from thieves, but also from the danger of boxes breaking open 
and their contents lost while in transit.” 


PLAN NEW RAILROAD LINK 


The Northern Pacific and the Union Pacific have entered into 
a joint arrangement for construction of a new railroad line into 
the Idaho districts containing the largest remaining stands of 
pine timber in the country. Contracts have just been let for the 
first part of the work. 

The line is to be only 41 miles long but, as it traverses 4 
difficult section of the country involving the removal of more 
than 750,000 cubic yards of solid rock it will cost about $4,000,000 
when completed, according to estimates by H. E. Stevens, chief 
engineer of the Northern Pacific. The line will run from Orofino, 
Idaho, to the middle of the Clearwater forest. The Clearwater 
Timber Company is cooperating in the project. It is expected 
that the road will be completed about 1927. 

The line will open a region containing about 15 billion board 
feet of timber. Development of a big mill and necessary facil: 
ities at Lewiston will add between $2,000,000 and $3,000,000 to 
the investment. 
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LEASE TANK CARS 


Record Breaking Fuel Oil Movement Predicted 
Protect Your Requirements 





Ce ee + tia 


Tank Cars for All Classes of Liquid Freight Now Available 
Attractive Terms on Time Contracts 


PENNSYLVANIA TANK LINE 


SHARON, PA. 


25 West 43rd St. Liberty Central Trust Bldg. Argentine Station Second National Bank Bldg. Central National Bank Bldg. 
New York City St. Louis, Missouri Kansas City, Kansas Houston, Texas Tulsa, Oklahoma 


PEORIA 


The OPEN DOOR 
to FAST FREIGHT SERVICE 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
aul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. : 
PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service, 
INQUIRIES 


uctren PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 
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Industrial Traffic Departments 


Twenty-seventh of a Series of Thirty Articles on the Organization and Management of Indus. 
trial and Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, 
Ph. D., Assistant Professor of Commerce and Transportation, University of Pennsylvania, 


In many cities throughout the United States and Canada, 
traffic clubs have been organized, composed of representatives 
of industrial and commercial concerns, transportation com- 
panies, and trade bodies, to cultivate closer relations between 
those directly interested in the handling of traffic, both as ship- 
pers and carriers and to promote their best interests. Indus- 
trial representatives, in most instances, are the traffic managers 
or other representatives having like duties, of industrial or 
commercial firms or corporations, the shipping interests are 
managed by such representatives. Members of these firms or 
officers of the corporations, as well as the actual traffic repre- 
sentatives, are eligible to membership. 

Transportation companies, including rail and water car- 
riers, and their auxiliary bureaus, may be represented by offi- 
cers of the freight, passenger, and transportation departments, 
by general, district, division, and special agents, city freight 
and passenger agents, commercial, traveling, and _ soliciting 
agents. 

Trade bodies, serving the public transportation interests, 
are represented by their selected representatives. This group 
includes the general secretaries, commissioners of transportation, 
traffic directors or managers, or other officers of chambers of 
commerce, boards of trade, commercial exchanges, trade asso- 
ciations and similar organizations. 

Membership in most traffic clubs is divided into three 
classes—resident, non-resident, and honorary. Resident mem- 
bers include the authorized representatives of industrial con- 
cerns, transportation companies, and trades bodies, the places 
of business of which are within a radius of a given number of 
miles of the city in which the club is located, or within a given 
rate district. Non-resident members consist of similarly quali- 
fied persons whose place of business or residence is located else- 
where than within the prescribed areas. Honorary members are 
often elected to membership in the clubs in recognition of dis- 
tinctive service of sufficient importance, in the interests of the 
clubs, to justify election. : 

Officers, consisting usually of a president, one or several 
vice-presidents, a secretary, a treasurer, a number of directors 
and, in some instances, a historian or similar officer, are elected 
for annual terms by vote of the members. 

Regular meetings, usually monthly, are held, dividing the 
fall, winter, and spring months of the year for the transaction 
of business and for social intercourse of the members. An an- 
nual banquet or other social function and in many cases a spring 
outing are held by many of the clubs. 


At a designated regular meeting annually, a nominating 
committee is elected by ballot of the members. This committee 
selects the nominees for each office and has the names of those 
selected placed on the ballots before the meeting at which elec- 
tions are to be held. Additional nominees may be added to the 
ballot at the joint request of a given number of members. The 
president, vice-presidents, and historian, or similar officer, usu- 
ally serve for one year only, while the secretary and treasurer 
usually are continued in office for longer terms. Directors of 
most clubs are elected for longer terms, part of the board being 
elected each year for two or three year terms. Vacancies in 
the offices are usually filled for the unexpired term by the board 
of directors, executive committee, board of governors, or similar 
body. 

The duties of the officers of the various traffic clubs are so 
similar that generalization is safe. The president of the typical 
traffic club presides at all regular and special meetings of the 
club and of the board of directors, board of governors, or execu- 
tive committee, or similar body. He also appoints all regular 
or standing and special committees and usually approves drafts 
on the treasurer for authorized expenditures of the club. 

A vice-president, the first, if the several vice-presidents are 
ranked as first, second, third, and so on, or one of the several 
vice-presidents selected by those present if all are of equal rank, 
presides in the absence of the president and performs his other 
duties as his deputy. 

The secretary of the typical club keeps the minutes of all 
regular and special meetings of the club and of the board, all 
correspondence, notices of meetings, notification of members 
of their appointment to committees and to offices, and similar 
secretarial duties are performed by this officer. He also keeps 
the membership roll, receives applications for membership, and 
cares for club property intrusted to him. Some of the clubs pay 
their secretaries nominal salaries and exempt them from the 
payment of membership dues. 

The collection and custody of fees, dues, and other funds 
of the club are intrusted to the treasurer. This officer banks 


the club’s funds in an approved bank and disburses the funds 
on vouchers approved, usually by the president, secretary, and, 
in some cases, by the board. Reports of receipts and expendi. 
tures are made at regular meetings and a detailed statement 
of finances is made from time to time to the board, and an 
annual statement is made for the information of members, 
In many instances, when the receipts of the club amount 
to considerable sums of money, the treasurer is bonded 
The larger associations often exempt the treasurer from the 
payment of membership dues and, in some instances, pay him 
a nominal salary. 

The boards of directors or governoors or executive com- 
mittee of the clubs exercise broad powers of supervision over 
the management of the affairs of the organizations. The board 
of the typical club controls and manages the property of the 
club, approves such action as it deems advisable for the in- 
terests of the club. The power of interpreting the constitution, 
by-laws, or rules is usually vested in the board. 

The historian, when such an officer is provided for in the 
club constitution, collects and presents items of interest to the 
club and preserves documents and records in the club’s 
archives. 

The constitutions of many clubs provide for a number of 
standing committees to be appointed by the presidents of the 
clubs and for the appointment of special committees deemed 
necessary for the proper conduct of the affairs of the clubs at 
the discretion of the presidents. 

A house committee is usually provided for, to attend to the 
management of the club quarters, if permanent quarters are 
maintained, or to make arrangements for meeting places if the 
club has no regular quarters. Menus for dinners and luncheons, 
decorations, and other matters of creature comfort are attended 
to by such committees. In some instances, a special auxiliary 
committee is appointed to obtain speakers or entertainers for 
each meeting and to act with the house committee in arranging 
for each meeting. 

The board of directors or governors of the executive com- 
mittee is usually called on to approve the estimates of expenses 
for the entertainment obtained. 

A reception committee is included among the standing or 
special committees of most clubs to attend to the reception of 
members and guests of the club and to attend to the comfort 
and entertainment of invited guests and speakers. 

A publicity committee is part of the equipment of many 
clubs, so that the press, including local newspapers, technical 
transportation journals, and other periodicals may be informed 
as to the doings of the clubs. Matters for publication are usu- 
ally vised by the board of directors or similarly constituted gov- 
erning body. 

The typical membership committee receives applications for 
membership from the club secretary and reports on the applica- 
tions to the board of directors or executive committee for final 
action. Records, membership rolls, and similar data are usually 
kept by such committees. Sometimes the committee is a work- 
ing body to get new members. 


A finance committee prepares budgets of anticipated annual 
receipts and expenditures, so that the income of the club may 
be sufficient to meet the expenditures or the expenditures cut 
down so as to come within the anticipated income. Extraor- 
dinary expenditures that arise from time to time are usually 
submitted to the finance committee as well as to the board of 
directors, or governors, or executive committee for approval. 
In some instances a two-thirds’ vote of the members of the board 
is necessary to approve extra-budget expenditures. 

An auditing committee is usually included among the stand- 
ing committees to audit the accounts and vouchers of the treas- 
urer and report annually or semi-annually to the members 45 
to the condition of that officer’s accounts. 

Special committees are found in great number and almost 
endless variety among the various clubs so as to make analysis 
impracticable. These committees are usually appointed for 
special purposes and pass out of existence after performing the 
functions for which they are created. ; 

Reduced to a sentence, the function of traffic clubs in the 
field of transportation is to foster a professional spirit of soli- 
darity among the workers in the several departments of trans- 
portation and they are successful to the extent to which they 
develop this spirit. Through the instrumentality of traffic clubs, 
representatives of industrial and commercial concerns, railroads, 
steamship companies, express companies, warehouse companies, 
motor truck lines, stevedoring companies, trades bodies, trade 
associations and traffic bureaus are bound together into a com 
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HERE IS 


Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 






















. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 

complaints before the Interstate Commerce 

Commission, matters before the Federal Trade 

Commission, bills in Congress and similar 

matters. 





. A careful] watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 

tentative reports of the Interstate Commerce 

Commission and similar documents. 





. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


AFFIC WORT 


=— TRAFFIC BULLETIN = 















which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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MEMPHIS, 


‘TENNESSEE 


The Logical Distribution Center for 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
CORPORATION 


Properties covering approximately 200 
acres. 






10 miles standard railroad tracks on the 
property. 



























We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 





Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 







Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 
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pact body, resembling in many respects an informal professional 
association. These clubs, though largely social in nature, are, 
nevertheless, important business institutions in the field of trans- 
portation, and are becoming more so, through their national 
organization, whose function is to give them a medium for the 
expression of their opinions on important transportation prob- 
lems, national in character. Many clubs have public affairs 
committees to deal with both local and national civic and eco- 
nomic problems ‘with a transportation phase. 
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W. J. Evans, of New York, has been added to the executive 
staff of the National Terminals Corporation, with headquarters 
at Indianapolis. 


Fred W. Fischer has been appointed commercial agent for 
the Erie at Chicago. 

R. H. Aishton, president of the American Railroad As- 
sociation, has accepted the chairmanship of the Golden Rule 
Sunday cooperating committee on behalf of the railroads. The 
object of this committee is to further the observance of Golden 
Rule Sunday, December 6, as a means of promoting international 
good will. 

J. E. Weller has been made traffic manager for the western 
region of the Pennsylvania at Chicago. William Hodgdon, 
traffic manager since 1920, has been appointed assistant to the 
general traffic manager of the Pennsylvania at Chicago. S. T. 
Stackpole has been made assistant general freight agent at 
Detroit. George A. Hill has been appointed division freight 
agent at Detroit. W. B. Hopkins has been made division freight 
agent at Ft. Wayne. 

A partnership has been formed by James W. Carmalt and 
Alex Koplin, under the firm name of Carmalt & Koplin. Mr. 
Carmalt has resigned his position as general attorney for the 
United States Railroad Administration. 

Miss Elizabeth Hyde, secretary to Director General Davis, 
of the Railroad Administration, has been appointed an attorney 
for the Railroad Administration. Before going to Washington, 
Miss Hyde acted as secretary and chief clerk in the general 
offices of the law department of the Chicago & Northwestern. 
She was graduated from the Washington College of Law with 
honors and has been admitted to practice before the Supreme 
Court of the District of Columbia, the Court of Appeals of the 
District, and the United States Court of Claims. 

W. J. L. Banham, president of the New York Board of 
Trade and Transportation for the last year, has been re-elected 
to that position for the ensuing twelve months. At a meeting 
of the board of directors, others elected, besides the prosident, 
were Clinton L. Rossiter, William ‘E. Halm and Ernest J. Tarof, 
vice-presidents; George W. Simmons, treasurer, and Frank S. 
Gardner, secretary. ‘Managing directors for one year ‘were 
elected as follows: John B. Carse, of Ogden & Wallace; Philip 
Ritter, president of the Philip Ritter Co.; and John F. Starkey, 
president of J. F. Starkey & Co. For two years: Jesse L. 
Hopkins, president of J. L. Hopkins & Co.; Charles H. Potter, 
president of the Potter Transportation Co., and Louis J. Robert- 
son, president of the Robertson Leather Co. For three years: 
Edward F. Cole; Frederick Coykendall, president of the Cornell 
Steamboat Company; Marcus H. Tracy, president of the Mohawk 
Dispatch Line; Dr. Henry G. Lovis, president Seabury & John- 
son; Ancell H. Ball, president Best & Co.; Scott R. Benjamin, 
president Benjamin, Hastings & Miner; Samuel S. Conover, 
president Fidelity-International Trust Company; J. R. Kidd, Jr., 
of Claflin’s, Inc.; Benjamin B. Odell, president Central Hudson 
Steamboat Company; Harry B. Chambers, Edward C. Miller, 
president Magnolia Metal Co., and Charles Wesley Jones. 


Effective November 1, W. I. Nokely assumes the duties of 
transportation commissioner for the Toledo Chamber of Com- 
merce. For the last six years he has been in charge of the 
traffic and transportation division of The Paragon Refining Com- 
pany, of Toledo, and prior to that time was for two years in the 
employ of the United States Food Administration Grain Corpo- 
ration, and for nineteen years in the employ of the Chesapeake 


& Ohio, and the fast freight line operating over that railroad as 
the “Kanawha Dispatch Routes.” 


DOINGS OF THE TRAFFIC CLUBS 


The Pacific Traffic Association held its regular meeting Octo- 
ber 27 at the Transportation Club, Palace Hotel, San Francisco. 
Paul Scharrenberg, secretary-treasurer of the California State 
Federation of Labor, spoke on “The Institute of Pacific Rela- 
tions.” G. H. Baker, of the Drayage & Highway Committee, re- 


ported on highway transportation. Pictures of Glacier National 
Park were shown. 





The Traffic Study Club of Akron will hold its next meeting 
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November 2 at the Quaker Oats Club Rooms. The program will 
consist of the study of the Classification Rule No. 10, and there 
will be a talk on car service rules and freight car utilization by 
J. R. Coker of the A. C. & Y. 





The Transportation Club of St. Paul held its weekly lunch- 
eon and meeting October 27 in the Windsor Room of the St. 
Paul Hotel. N. J. Holmberg, commissioner, State Department 
of Agriculture, spoke on what the government is doing to aid 
agriculture through his department. 





The Traffic Club of Minneapolis met October 29. The 
speaker was Charles A. Dillon, managing editor, the Railway 
Review. 





The Traffic Club of St. Louis met October 26 at the Chamber 
of Commerce. The Rev. C. E. Lemmon spoke on “Observations 
in Europe.” The club will hold its annual dinner December 1. 





The Traffic Club of Kansas City opened its new club rooms 
at the Baltimore Hotel October 29 with a Hallowe’n party and 
dinner. A musical show followed the dinner, which was held 
in Francis I Room of the hotel. After the show there was 
dancing in the Venetian Room. 





The Milwaukee Traffic Club will hold its annual dinner Janu- 
ary 13, 1926. 





The Junior Traffic Club of Chicago will hold its next meet- 
ing and dinner November 5 in the rooms of the Traffic Club of 


Chicago. There will be several speakers and special entertain- 
ment. 





The New Jersey Industrial Traffic League will hold its fourth 
annual dinner November 14 at the Hotel Berwick, Newark, N. J. 
Special attention has been given to the entertainment, and sur- 
prises have been arranged. 





The Traffic Club of Sioux City has ratified the resolution 
pertaining to the regulation of motor carriers, adopted by the 
Associated Traffic Clubs of America at its Louisville meeting. 





The Traffic Club of Philadelphia will hold its “Ladies’ Night” 
meeting November 9 at the Bellevue-Stratford. The speaker 
of the evening will be E. J. Cattell. There will be entertainment 
and dancing. 





The Omaha Traffic Club met at dinner October 27 at the 
Fontenelle Hotel. The guest of honor and speaker was Fred W. 
Sargent, president of the Chicago & North Western. The toast- 
master was Walter H. Head, president of the Omaha National 
Bank and a director of the Chicago & North Western. 





The Norfolk-Portsmouth Traffic Club met October 22 and 
elected the following officers: President, B. C. Prince, freight 
traffic manager, the Seaboard Air Line; vice-presidents, H. P. 
Friedman, T. M., the Portsmouth Cotton Oil Refining Company, 
aud G. F. Dalton, general agent, the Norfolk & Western; sec: 
retary, Walter Scott, president of W. C. Scott & Co., and Brooks 


L. Woody, agent, the Atlantic Coast Line, was elected a gov 
ernor. 





The nominating committee of the New York Traffic Club 
has presented the following ticket, to be voted on November 
24: For president, W. S. Cowie, general traffic manager of the 
Seaman Paper Company; vice-president, Joseph J. Byrne, assist: 
ant freight traffic manager of the Lackawanna; vice-president, 
E. J. Perkins, traffic manager of the National Biscuit Company; 
secretary, Charlton A. Swope, general eastern freight agent of 
the Louisville & Nashville; treasurer, Frederick B. Fitzgerald, 
New York Belting & Packing Company. For board of goverl 
ors: W. A. Schumacher; Carl R. Elder, traffic representative 
of Proctor & Gamble; Geo. R. Wheeler, general eastern freight 
agent of the Erie Railroad. 





At the last regular meeting of the Jersey City Traffic Club 
R. J. Reilly, general agent, Lehigh Valley Railroad, was elected 
president, vice W. K. Forrest, resigned. 


FREIGHT RATE DEBATE 


A debate was broadcast from the Sears-Roebuck Radio Sts 
tion “W L 8,” Chicago, the evening of October 30, on the propo 
sition, “Resolved, That the 5 per cent freight rate increase asked 
for by the western railroads should be granted by the Inter 
state Commerce Commission.” H. E. Byram was the first 
speaker in the affirmative, followed by O. E. Bradfute, president 
of the National Farm Bureau Federation. Samuel O. Dunn was 
the second speaker in the affirmative, and Mr. Taber, president 
of the National Grange, closed for the negative. 
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In Promoting Safety 
meet- 
‘lub of ECENT statistics show a daily death toll of 52 persons and a total of 1,180 | 
ertain- injured throughout the United States each 24 hours during 1924. It is a great | 
tribute to the railroads and to the increasing carefulness of the general public 
— that only 149 of a total of 19,000 fatalities resulted to passengers on railroad trains. 
NCJ. And it must be remembered that during 1924 the railroads transported a total of i 
nd sur- 931,000,000 persons or nearly nine times the population of the entire United States. 
The number of railway passengers who lost their lives in 1924 was 23 per cent less | 
; than the annual average from 1920 to 1923, inclusive. This is a fine tribute to the 
og safety and efficiency with which the railroads are being operated today. | 
. - . . i 
eeting. A most serious problem is presented, however, in the increasing number of auto- | 
mobiles. Good headway is being made, but the problem is becoming increasingly 
Night” difficult. Last year, from June 1 to September 30, the number of highway crossing 
— accidents decreased 15 per cent. But the total number of accidents still is too high. 
In fact, experienced and veteran railroad trainmen are breaking under the strain and 
on Sundays, especially, they dread going out on their regularly assigned runs. 
Rh The Missouri Pacific Lines have been doing everything possible to reduce the 
e toast: number of highway crossing accidents. Rules have been promulgated and are rigidly 
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d " ‘ . : 5 
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OCEAN FREIGHT MARKET STEADY 


The Traffic World New York Bureau 


Despite a lack of activity in the grain trade, with some 
recessions in rates, the freight market was steady the last week 
and there was no evidence of more than a temporary reaction. 
Rates otherwise were firm. Brokers advised shippers to cover 
their requirements at current prices and not to expect lower 
figures for the present. 

With the Montreal season drawing to a close, chartering of 
grain ships from the Atlantic will assume greater importance. 
Vessels are offering freely for this trade and it is apparent that 
shippers will be able to get all reasonable space at about the 
existing rates. 

Among the week’s charters was a ship from Philadelphia to 
Genoa for grain at 16 cents a 100 lbs.; sugar from Cuba to the 
United Kingdom at 18 shillings a ton; lumber from the Gulf 
to the River Plate at $16 per 1,000 feet, a slight advance over 
previous rates. 

In view of continuance of the anthracite strike in this 
country, numerous orders are being placed in England for 
semi-anthracite. The movement by ship to New England ports 
promises to have an important effect upon the employment of 
vessels bound in this direction. 

J. McAuliff, of the Argonaut Line, was elected chairman of 
the Westbound Intercoastal Conference succeeding J. S. Mahool, 
of the Panama Pacific Line, for the three months beginning 
November 7. The American-Hawaiian Line was re-elected a 
member of the standing rate committee of the conference. 

Appointment of a special committee of New Englanders and 
Virginians to work out ways and means of establishing a steam- 
ship line between Hampton Roads and Portland, Me., was one 
of the direct results of the New England tour just completed by 
a group of prominent Virginia business men under the auspices 
of the Virginia Chamber of Commerce. 

The United American Lines announces that the steamship 
Kermit will sail from Philadelphia to Pacific coast ports on 
November 7, as an additon to the regular fortnightly service 
from New York and Baltimore. She will call at Jacksonville 
en route. 

The Pennsylvania and Reading railroads were asked, through 
their representatives, at a meeting in the offices of the Com- 
missioner of Navigation in Philadelphia, to give Philadelphia the 
same basis of rates enjoyed by Baltimore and Hampton Roads. 
It was said at the meeting that the port of Philadelphia has 
virtually lost all its export steel business, packing-house prod- 
ucts, high class merchandise and coal trade through the opera- 
tion of the differential. 

Any attempt by Philadelphia to bring about an equalization 
of the railroad rates on export freight from the Middle West to 
North Atlantic ports will meet with strenuous opposition from 
Norfolk, according to H. J. Wagner, traffic commissioner of the 
port. Mr. Wagner called attention to the fact that Philadelphia 
defended the present differential in the fight against the New 
York and Boston proposal for equalization of all Atlantic port 
rates and holds that the present contention must lead to 
equalization all around. 

In connection with the policy of making Philadelphia the 
most economical port through which to conduct foreign trade, 
a committee representing the Commercial Exchange will meet 
another group representing the Maritime Exchange to change a 
rule governing the loading of grain steamers in the Port of 
Philadelphia, which provides that additional expense involved in 
shifting from one loading berth to another shall be borne by 
charterers. Such charges may amount to as much as $250. 

As a result of freight congestion due to the large volume of 
general cargo moving from Pacific ports on steamers of the 
American-Hawaiian Line, notice has been issued to receivers of 
freight that the company finds it necessary to insist on removal 
of all cargo from its pier within ten days after the arrival of 
each steamer. Extra steamers have been added to the service 
to take care of the heavy traffic. 


Direct calls to Bremen to deliver Pacific Coast shipments 
will be made by at least two of the carriers in the North Pacific 
Coast Line jointly maintained by the Royal Mail and Hollana- 
America fleets. Both vessels are to be dispatched in November. 





MERCHANT MARINE CONFERENCES 


The opinion of the producing and manufacturing interests of 
the south central and southeastern sections of the country, the 
products of which enter into foreign trade through south Atlantic 
and Gulf gateways, will be brought to bear on the general prob- 
lem of a national merchant marine policy at a series of confer- 
ences held in that region under the auspices of the Chamber 
of Commerce of the United States. 


The first was held at Savannah October 30, the second will be 
at New Orleans on November 2, the third at Houston, November 


3, and the fourth at Galveston, November 3, the meetings at 
Houston and Galveston to be held the same day. 
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Similar conferences have already been held at nine Cities jy 


the Pacific Coast, middle west and Rocky Mountain regions. 
The views expressed at these regional meetings, reflecting 
in the aggregate the attitude of industrial and shipping interest; 
as well as of ship owners and operators, will be laid in Noverp,. 
ber before the National Merchant Marine Conference, sponsorej 
by the United States Chamber of Commerce, to serve as a basi 
for the shaping of recommendations looking to the establishmen 


of a permanent merchant marine policy. 


“The South today is more than ever concerned with shipping 
and the formulation of a national shipping policy,” said John W. 


O’Leary, president of the National Chamber, commenting on the 
meetings. “Cotton, wheat, lumber, cotton seed oil and medi, 
naval stores, and other products moving through southern ports 


constitute important items in our foreign commerce. 


It is not 


impossible that, with the return of normal economic conditions 
in other countries, the South, in common with other sections of 
the country, will encounter growing competition in foreign mar. 
kets. The maintenance and development of its trade will depend 
in large measure upon the regularity and adequacy of its steam. 
ship services and these, in turn, will depend upon a sound and 


permanent marine policy.” 


The importance to the Gulf region and the Mississippi Val. 
ley of the settlement of the shipping problem and the establish. 
ment of a permanent policy are emphasized by A. B. Barber, 
manager of the transportation department of the national chan. 
ber and director of the conference, in the following statement: 


Commerce from the Gulf section differs in some respects from 


that passing through other gateways. 


Aside from the enormous short 


haul of Caribbean trades, it consists in greater part of bulk cargoes 
to the United Kingdom, Hamburg and Mediterranean ranges. 

The Gulf constitutes one of our most important commercial out- 
lets. Last year 12,800,000 tons of cargo were shipped out of Gulf 
ports, of which 39 per cent moved in American bottoms, 2,600,000 tons 
in government vessels, and 2,320,000 in privately owned American flag 
vessels. Without regular and reliable services not only the business 
of the port cities but the interests of the lumberman, the cotton and 
wheat farmer, the miller and the manufacturer of cotton seed products 


would undoubtedly have suffered. 


How the necessary services are to be supported for the main- 
tenance and expansion of the foreign trade of these regions in the 
face of the handicaps imposed upon American shipping in the form 
of higher costs of operation is a question that must be taken into 


consideration in the formulation of a national shipping policy. 


PROTEST WHARFAGE CHARGES 


The Traffic World New York Bureau 


Shippers of New York City, through a committee headed by 
W. H. Chandler, manager of the traffic bureau of the Merchants’ 
Association, and including F. L. Pomeroy, of Durant Motors, 
Billings Wilson, of the Port Authority, and P. W. Moore, of the 
Queensborough Chamber of Commerce, made protest October 28 
to the traffic executives of the trunk lines against an increase 
in wharfage charges at the port of New York. The increase 
would cover any sum exceeding $1.00 a day, charged by wharf 


owners for the berthing of lighters or car floats. 


Certain docks 


in Brooklyn have proposed to increase the docking charge and 
the railroads have given notice that they expect shippers to pay 


any increase made. 


Mr. Chandler, on behalf of the Committee, made the following 


statement: 


Stated briefly and concisely, 


and that there is no excuse for the charge, 


the shippers, unanimously, take 
the position that this is a matter of division between the carriers 


whatever it may be 


in excess of $1 per boat, being placed on their shoulders. They take 
the position that it is the duty of the carriers serving the Port 
of New York to provide terminal facilities for the traffic they bring 
to this port and that there can be no excuse for the imposition of 
any exrta charge on the shipper because of differences of opinion 
between the rail carriers and the water lines respecting the amount 
of wharfage the rail carriers have to pay for using the terminals 
of the steamship lines at privately owned docks. : 

The shippers take the position that wharfage, as such, is here 


under discussion, is not a factor in making 


the rate and that the 


carriers might with as much justification attempt to make their 
freight rates based upon the fluctuations in the cost of coal, or - 
supplies, or the cost of pier rentals throughout the harbor. = 
shippers feel that the attempt to place upon them this extra = 
is nothing more or less than an entering wedge for the establishmen 
of a_car-spotting charge which the Commission has condemned. | 
We wish to direct your attention to the fact that the impositi 
of this charge would result in preferring certain sections of = 
port to the prejudice of other sections, and that the _ proposa 
is in direct conflict with the position the carriers took 


New York Harbor case. 


in the 


The carriers apparently are of the opinion that charges can 


be imposed at the Port of New York that are not 


imposed at other 


Atlantic and Gulf ports, without diverting traffic. This is not cor- 


rect, and the shippers oppose it on the ground that no 
is made at any other port, and that to apply it here wou 


such charge 
ld be a dis- 


crimination against the Port of New York. That the imposition ° 


this charge will drive business to other ports is abso 


lutely certain. 


One of the most objectionable features of the charge, ever I 
it were sound fundamentally, which we claim is not the case, is t po 
it is so indefinite that no one can tell what the charge will be 


a given shipment. There is no uniformity in the length o 


f lighters 


or car floats in New York Harbor, so a shipper could_never te 
what charge would be made against a given shipment. We this 
that the charge would be condemned by the Commission on 

ground alone if submitted to that body. 


Another objection is that it is indefinite beca 


tariffs now provide that at their 
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The Kansas City Southern Ry. Co.’s 


(Texarkana and Ft. Smith Ry. Co.) 


GULF TERMINALS 





Deep Water 
Between 
Port Arthur 
and 
Beaumont 
via 
Sabine-Neches 
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and 
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PORT ARTHUR, TEXAS 


Population 44,685. 
Terminus of the Kansas City Southern Railway. 
Fifth Port of the United States in Exports and Imports. 


Value of exports for fiscal year ending June 30th, 1925, was $42,473,798.00, an increase 
of $4,451,295.00. 


Value of Imports $4,940,736.00. 
Steamships sail to all Principal Ports of the United Kingdom, Europe, South America, 
West Indies and Mexico; also coastwise to all United States Ports. 


Large exports of grain, lumber, cotton, cottonseed products, petroleum oil and its 
products. 


1,729,460 square feet of Slips. 

578,690 square feet of Wharves, served by 47 miles of trackage, and protected from fire 
by both Modern Sprinkler System and High Pressure Water Lines. 

513,369 square feet of sheds and warehouses. 

All warehouses are thoroughly modern in construction and arrangement. 


Depressed tracks at rear of Warehouses and Sheds so freight may be trucked direct 
between Ships and Cars. 


World’s Greatest Oil Refining Center. 

Home of the Largest Oil Refinery in the World. 
Grain Elevator of 500,000 bushels capacity. 

Each year shows a steady increase in export traffic. 


‘ 


Manifest Freight Service, both North and South, guaranteeing quick dispatch. 


H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice-President 
Kansas City, Mo. Kansas City, Mo. 















1048 


to favor a shipper by carting his shipments it could do so without 
violating the provisions of its tariff and no charge would be made. 

Another reason why the charge is indefensible is because at 
some private terminals car floats are used and switching performed, 
instead of lightering. This is another option that the carriers have 
in their tariffs and as a result no shipper could tell whether his 
freight would be lightered at additional expense to him, or floated 
and switched or carted at the carrier’s sole expense. 

Again the rule is indefinite as to its application when more 
than one shipment is handled on a lighter. Not infrequently a 
lighter will deliver a number of shipments from different shippers 
to the same steamer. Obviously unless there were a fixed rule limit- 
ing and defining the number and size of shipments that would be 
handled on each lighter and the method of proportioning the wharf- 
age charge on such shipments, no shipper could possibly tell by 
reference to the tariff how much would be assessed against a 
shipment, if anything at all. 

Another difficulty arises from the fact that steamship lines 
often shift their terminals at the Port of New York. A shipper 
in the west forwarding through this port seldom, if ever, knows 
anything about the ownership of the docks at which foreign steamers 
land and it would be impossible for him to tell from the tariff 
whether or not a charge would be imposed, with the result that with 
anything like satisfactory service from other ports he would send 
his freight over a route where he could tell definitely what his 
charge would be. That it would result in diverting business from 
New York as before stated is beyond question because irrespective of 
the level of the additional charge the shippers would desire to get 
away from the petty inconvenience and uncertainty of it, which 
does not obtain at other ports. 

Competitive ports enjoy rail rate advantages under New York. 
The ocean rates from these ports are, generally speaking, the same, 
so that any additional charge on freight moving through New York 
adds to the handicap already existing. We can readily understand 
how roads serving these ports might be willing to establish this 
charge at New York for the reason that they have other outlets 
the use of which it is to their interest to encourage, but we can- 
not understand how a line not serving the differential ports could 
consent to the imposition of such a charge as is here proposed in 
the face of what it must know will be the result so far as com- 
petitive, business is concerned. 

Another objection to the imposition of this charge would arise 
from the inability of shippers to determine whether or not different 
shipments forwarded at the same time for the same line of steam- 
ers would be carried on one lighter or two or more lighters. It is 
a matter of common knowledge that shipments are frequently sep- 
arated in transit and it would be impossible in such cases for 
the shipper to tell in advance whether his shipments would re- 
main together and be delivered together, or if separate lighters 
would be used; even if the same lighter were used he would run 
up against the objection previously enumerated that he could not 
tell whether his shipments would be the only ones on the lighter 
or be included with other shipments. 

The rule as drawn offers every opportunity for discrimination 
and the shippers do not believe that even if the charge were justified 
the Interstate Commerce Commission would approve a rule that 
is so indefinite in its application and surrounded by two options, 
under which the shipper, in either case, would be relieved of charges 
in the event the carriers decided to use one of their alternative 
methods of delivery. 

We have endeavored to make it clear that we are opposed to 
the establishment of this rule on the ground that it is unfair for 
the carriers to impose upon the shippers charges growing out of 
controversies over divisions. We do not believe there is the slight- 
est justification for departing from the policy that the carriers have 
pursued for many years, and even if there were any justification, 
it seems to the shippers that the enlightened self-interest of those 
carriers serving this port only would deter them from taking a step 
so irritating to their patrons and so harmful to their own interests. 


U. S. SHIPS IN OVERSEAS TRADE 


Increase in the number of privately owned American vessels 
engaged in overseas foreign trade from 117 to 134 in the period 
from July 1, 1925, to October 1, 1925, is indicated by the current 
issue of the quarterly survey of the status of the American mer- 
chant fleet, prepared by the Bureau of Research of the Shipping 
Board. It is further noted that in the same period the number 
employed in coastwise traffic increased from 671 to 683. 

In consequence of depression in the Mexican trade eleven 
general cargo carriers and 23 tankers have been withdrawn from 
the route. 

In the quarter ended September 30 the sea-going fleet of 
privately owned American vessels has been augmented by the 
transfer of 25 Shipping Board vessels to private ownership, the 
entry into service of one newly completed passenger and cargo 
carrier designed for coastwise traffic, and the purchase of one 
tanker from a foreign owner, a total increase of 27 ships. In the 
same period two vessels were transferred to Great Lakes service, 
one was sold to a foreign purchaser, five were scrapped and 
three were lost through disasters, a total decrease of 11 ships. 
The net increase of 16 ships brings the total number of privately 
owned steam and motor vessels to 1,000 gross tons and over 
1,109 with a total gross tonnage of 5,281,626 tons, of which 91 
per cent was in active service October 1, 1925. 

The government-owned fleet as of October 1, 1925, included 
1,186 steam and motor vessels of 5,770,071 gross tons, about 30 
per cent of which was in active service on that date. 


SHIP SALES PROGRAM 


“The Shipping Board will continue its efforts to sell ships 
to private operators under the American flag and a vigorous 
campaign will be immediately instituted for that purpose,” Chair- 
man O’Connor, of the Shipping Board, said October 24. 

“I have some reason for hoping that financially responsible 
people will undertake in the near future to buy our ships on a 
very sizable scale. 

“Since the first of January we have sold for guaranteed 
operation on lines established by the Shipping Board in foreign 


THE TRAFFIC WORLD 





Vol. XXXVI, No. 18 


trade 29 ships, and all of those ships are now in operation, 
Within the same period we have also sold 199 ships for scrap and 
7 sea-going steel tugs. The consideration for scrap vessels and 
the tugs was nearly $2,000,000, all of which has been paid to 
the board in cash. 

“In further development of the American merchant marine, 
two large passenger vessels of the finest type, the plans of 
which were approved by the Shipping Board and the Navy De. 
partment, have been put in the Atlantic coast service. The 
Shipping Board, under authority vested in it by Congress, aided 


in the building of these ships by a loan of $2,666,000 to the 
operator.” 


SALE OF PAN AMERICA LINE 


The Shipping Board has instructed the ship sales department 
of the Fleet Corporation to advise prospective purchasers of 
the Pan America Line, operated for the government by the 
Munson Line, that offers for the line will be received Novem. 
ber 2. It is understood that the Munson line has submitted a 
new offer for the line, its former offer having been rejected 
by the board. 


LOAN FOR NEW VESSELS 


The Shipping Board this week approved a resolution author- 
izing a loan of approximately $2,500,000 to the Clyde Steamship 
Company and its subsidiary, the New York & Miami Steam- 
ship Corporation, for the construction of two combination cargo- 
passenger vessels primarily for service between New York and 
Florida. The estimated cost of the vessels is $5,000,000. The 
loan was authorized under the construction loan provisions of 
the merchant marine act. 

The resolution provides that more than $2,500,000 may be 
lent if security in addition to the mortgages on the vessels is 
given, but that in no event shall the loan exceed 60 per cent 
of the cost of the vessels. As long as the vessels are used in 
the coastwise trade, interest at the rate of 5%4 per cent will be 
charged, the loan to be paid off in fifteen annual installments. 
If the vessels are used in foreign trade, the rate of interest may 
be reduced but in no event lower than 4% per cent. Plans 
and specifications for the vessels, as required by the law, have 
been approved by the board. 


SHIPPING BOARD ACTION 


The Shipping Board has adopted a resolution recommending 
that the Postmaster General award a contract to the Export 
Steamship Corporation which recently bought the American 
Export Lines, operating between New York and Mediteranean 
ports, for the transportation of U. S. mails. 

The board has instructed President Crowley, of the Fleet 
Corporation, to submit a report as to what disposition should 
be made of the Admiral Oriental Line, operated for the gov- 
ernment by Stanley Dollar. Mr. Crowley is to determine whether 
the operator should be changed or whether the line should be 
offered for sale at this time. There has been discussion in the 
board as to Dollar remaining in charge of the line because the 
Dollar interests operate their own lines out of Pacific coast ports. 


SHIPBUILDING AT LOW EBB 


Ship tonnage under construction throughout the world 
reached the lowest levels since the war on September 30, having 
dropped more than 150,000 tons since June 30, according to an 
analysis of Lloyd’s Register of Shipping made by the transporta- 
tion division of the Department of Commerce. The total build- 
ing at the end of the third quarter was 2,206,905 gross tons, com- 
pared with 2,369,831 tons at the end of the second quarter. Con- 
tinuing, the division said: 


Construction of shipping in general, with the exception of motor 
vessels, has been decreasing during the current year, but returns for 
= third quarter show a decline of about 40,000 tons in motor ships 
also. 

Italy and Holland show the only increases in work on hand. 
Great Britain and Ireland show a decrease of 84,000 gross tons, France 
of 19,000 tons, and Denmark of 7,000 tons. Construction in the United 
States declined 22,000 tons, but Germany showed the greatest drop, 
amounting to slightly more than 100,000 tons. 

The United States now has under construction 69,866 tons, the 
United Kingdom and Ireland, 1,009,155, and all other countries, 1,127,- 
884 tons. The British figures include 81,000 gross tons on which sus- 
pension has been ordered, so that Great Britain and Ireland combined 
now have actually under way less than 1,000,000 tons. 

The check in the motor vessel building boom is due to the de- 
crease in that class of construction in British yards. ‘The present 
total under way there is not only below the figure on June 30, but is 
less than a year ago. The figures of all other countries combined 
show a slight increase. The total now building in the United King- 
dom is 356,480 tons, compared with 399,070 tons on June 30, and in 
other countries 732,408 tons, compared with 730,842, making the total 
at present 1,088,888, against 1,129,912 on June 30. 

It is to be noted, however, that a year ago Great Britain and 
Ireland were building 387,670 gross tons of vessels equipped with in- 
ternal combustion engines, and the other countries combined, 552,229 
gross tons, a world total of 939,899 tons, or nearly 150,000 tons less 
than at present. Further, while on September 30, 1924, motor ship 
construction represented only 36 per cent of all shipbuilding under 
way, the proportion had grown to 48 per cent on June 30 and to 49 
per cent on September 30, 1925. 

The tonnage of tankers under construction totaled 344,136 at the 
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end of September, compared with 372,267 tons on June 30, and 290,220 
on September 30, 1924. Great Britain and Ireland, which were con- 
structing 133,820 gross tons of vessels of this type a year ago and 
165,467 gross tons at the end of June, are now building 135,224 tons. 
All other countries, including the United States, were building 156,400 
tons a year ago, 206,000 tons on June 30, and 208,912 tons at the end 
of September. The share of the United States during the last two 
quarters was 9,500 gross tons. 

During the past quarter, the United Kingdom, Germany, Italy, 
France, and Holland retained their positions in the order named, as 
in the last quarter. Sweden broke into the ranks of nations with 
more than 50,000 tons under way, and Japan was merged into the list 
of “other countries,’’ her total at the end of the last quarter being 
only 59,000 tons. This brings the United States to the foot of the 


+ o which individual returns are given, Denmark having forged 
ahead. 

The proportion of the world’s total construction, compared with a 
year ago, is as follows: Great Britain and Ireland, a decline from 
57 to 46 per cent; Germany, a decline from 16 to 14 per cent; Italy, 
an advance from 5 to 12 per cent; France, a gain from 5 to 7 per 
cent; the Netherlands, an increase from 3 to 6 per cent; and the 
United States, an advance from 2.5 to 3 per cent. 


CROWLEY ATTENDS BOARD MEETING 


President Crowley, of the Fleet Corporation, attended the 
meeting of the Shipping Board, October 27. It was explained that 
this was a new departure and that, hereafter, Mr. Crowley 
would attend each meeting of the board. Former President 


Palmer did not attend meetings except when summoned by 
the board. 


SHIPPING BOARD VACANCY 


President Coolidge, it is understood, has been urged by 
Senator Ransdell of Louisiana to appoint J. H. Walsh, general 
manager of the Board of Port Commissioners of New Orleans, as 
successor to Commissioner Frederick I. Thompson, whose res- 
ignation became effective November 1. 


SPECIAL RATES TO CUBA 


As an inducement to foreign representation at the second 
sample fair to be held at Havana, Cuba, in February, 1926, 
steamship companies have decided to accord a _ twenty-five 
per cent reduction in the freight on merchandise destined 
for the fair and Cuban railways have granted a reduction of 50 
per cent in passenger and freight rates, according to a report 
to the Department of Commerce from Assistant Trade Com- 
missioner O. R. Strackbein. The passenger rate reduction 
will apply to merchants whose products are exhibited and the 
clients who meet the requirements of the executive committee. 


REDUCED RATES IN MEXICO 


The reduced rates to commercial travelers, recently granted 
by the Mexican National Railways, do not apply to commercial 
travelers from the United States, but only to houses located in 
Mexico or that have agencies that pay taxes in Mexico, accord- 
ing to advices received by the Department of Commerce from 
Commercial Attache A. W. Dye, Mexico City. Earlier advices 
to the Department indicated that Commercial travelers from 
the United States might benefit by the reduction. 


RELIEF FROM CUSTOMS DELAYS 


A new system for handling invoices and receiving cases, 
which has the approval of the Treasury Department at Wash- 
ington and the tentative indorsement of importers, as a 
means of relieving congestion at the so-called “dump-up” at the 
U. S. Apraiser’s Stores in New York City, was outlined to rep- 
resentatives of importers at a meeting held at the government 
offices here this week. 

Under the proposed new plan, ordering deputies, when des- 
ignating packages for examination at the appraiser’s stores, 
will place below the ordered numbers on the summary sheet 
of the invoice, as well as on the permit, the paragraph number 
of the tariff covering the controlling merchandise in each of the 
cases designated. 

Importers and customs brokers will be requested, when they 
classify the invoices, to be careful in noting the correct para- 
graph numbers and to encircle with blue pencil the paragraph 
number covering the predominating merchandise in each case 
containing merchandise covered by more than one paragraph. 
The paragraph numbers appearing on the permit will be trans- 
ferred to the respective public store ticket at the pier. 

As a public store package arrives at the appraiser’s stores, 
the package will be transferred to the floors on which the mer- 
chandise indicated by the paragraph is examined. 

A committee from the National Council of American Im- 


porters & Traders Inc., headed by C. T. Riotte, attended the 
meeting. 





SAMPLES BY PARCEL POST 


“Despite repeated advice to the contrary, many exporters to 
Peru are in the habit of sending unrequested samples by parcel 
post to local agents or prospective customers,” says H. Camil- 


loni, Lima, in a report to the Department of Commerce continu- 
ing &s follows: 


It is therefore deemed wise to call attention again to the fact that 
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samples of commercial value forwarded by parcel post are liable to 
heavy import charges. 


In sending samples to Peru much expense can be avoided if the 
samples are so mutilated as to render them of no commercial value 
and are so declared on the export documents, since it is difficult to 
determine just what samples will be put in this classification by the 
Peruvian customs officials. : 

Some shippers make the error of placing a declared value on 
articles which are very plainly samples and which can not be sold as 
merchandise, in the belief that this will assure more careful handling 
and make final delivery to the addressee more certain. If a declared 
value is shown, however, this value is taken as the basis for import 
duties, regardless of the contents of the package. This practice, 
therefore, should not be followed. 

On the other hand, just as great care should be taken to avoid 
declaring salable merchandise as samples without value, since this 
involves a fine upon the addressee. 

It should be remembered also that a consular invoice is required 
for parcel-post packages to Peru and should be obtained by the ship- 
per, the charge being 2 per cent of the value of the shipment if the 
value is over 10 Peruvian pounds and 1 sol of 48 pence if the value is 
less than that. Many shippers do not realize this and as a result this 
consular charge is collected from the addressee, plus a fine of 25 per 
cent of the value of the shipment in addition to the numerous local 
charges which must be met by the addressee under any circumstances. 

xporters can not be too strongly advised against shipping sam- 
ples to Peru by parcel post unless so requeSted by their customers. 
This also holds true in most Latin-American countries, as outlined 
in full in Trade Information Bulletin No. 250 (The Shipment of Sam- 
ples and Advertising Matter to Latin-America and the West Indies). 


PARCEL POST TO CUBA 


A parcel post convention with Cuba providing, among other 
things, for the extension of registry service and an increase in 
parcel post weight limits from 4 pounds six ounces to 11 pounds, 
was expected to be signed shortly, Postmaster-General New said 
this week. The new provisions will become effective January 1, 
1926, under present plans. 

J. A. Montalvo, director of the Cuban Post Office Depart- 
ment, who has been empowered by President Machado of Cuba 
to sign the treaty, was in Washington conferring with officials 
of the Post Office Department about details. 

Since 1908 there have been exchanges between the United 
States and Cuba with a view to the establishment of closer postal 
relations but nothing tangible has hitherto resulted. Negotia- 
tions were resumed last fall and in January this year a commis- 
sion representing the United States Post Office Department, con- 
sisting of W. Irving Glover, then Third Assistant Postmaster- 
General, as chairman, Walter Riddell, superintendent of the Rail- 
way Mail Service, and Edwin Sands, superintendent of Foreign 
Mails, went to Cuba with specific instructions from Postmaster- 
General New to confer with postal officials of that government 
with a view to bringing about the better postal relations contem- 
plated between the two countries. 

Mr. Montalvo was in daily conference this week with Mr. 
Glover, second assistant postmaster-general, Russell White, su- 
perintendent of foreign mails, and Mr. Riddell, working out the 
details of the proposed convention which officials expected would 
meet with approval from American exporters, who for years have 
been urging particularly the proposed increase in parcel post 
weight limits. 


CANADIAN GRAIN SHIPMENTS 
The Traffic World Ottawa Bureau 


Statistics issued by the Lake Shippers’ Clearance Associa- 
tion at Fort William show that, for the period from September 
15 to October 14, the first month following the putting into 
effect of reduced rail rates on grain to the Pacific coast from 
points on the prairies, Canadian grain shipped to American 
ports totaled 33,754,000 bushels, or 54.24 per cent of the grand 
total, the remaining 45.76 per cent, or 28,473,500 bushels being 
shipped via eastern Canadian ports. In the same period in 1924 
American ports shipped 34.43 per cent, or 8,208,000 bushels, and 
Canadian eastern ports 65.57 per cent, or 15,635,000 bushels. 

Statistics of the Board of Grain Commissioners show that, 
for the four weeks ending October 9, grain shipped via Van- 
couver totaled only 1,907,796 bushels, or 2.46 per cent of the 
grand total, the remainder going east via head of the lake ports.. 
In the same period in 1924 Vancouver shipped 5.69 per cent of 
the total. Commenting on the increase in exports of Canadian 
grain via American ports, W. B. Lanigan, general freight traffic 
manager of the Canadian Pacific Railway, said: 


The route from the lakehead to Buffalo is open to America as 
well as Canadian lake vessels. The route from Fort William_to 
Canadian Lake Superior ports is open only to Canadian vessels. The 
distance over the latter route is shorter than the distance from Fort 
William to Buffalo but an American vessel taking grajn from Fort 
William to Buffalo has the opportunity of securing return cargoes 
of coal from the Lake ports to Duluth, Superior and Gladstone, 4 
class of traffic that, under the American coasting laws cannot han- 
dle by Canadian bottoms. Coal shipped from Lake Erie (U. 8.) ports 
to Fort William or Port Arthur for forwarding beyond, is available 
to Canadian as well as to American bottoms, but owing to the in- 
creased consumption of western Canadian coal in the west the 
amount of American coal brought up from American Lake Erie ports 
to Fort William is decreasing every year. Consequently, Canadian 
lake bottoms plying to Canadian Lake Superior ports are obliged 
to return empty. The result is that lake grain rates are as low, and 
sometimes lower from Fort William to Buffalo than from Fort Wil- 
liam to Canadian Lake Superior destinations, although the distance 
to the latter is less. ’ 
The rail rates from Port MecNicoll and other Lake Superior 
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transfer points on grain are less to Montreal than the rates from 
Buffalo to New York. Buffalo, however, is tributary to New York, 
Philadelphia, Baltimore and Boston. The rates from Buffalo to all 
four ports are based on the Buffalo-New York rate. 

Now, 90 per cent of the grain cargoes on the Atlantic are carried 
by tramps, and naturally, with the onormous tonnage tributary to 
the American seaports, there is a greater quantity of that sort of 
tonnage available than via the St. Lawrence or Canadian Atlantic 
ports. There is no agreed ocean rate on grain; the law of supply 
and demand is the controlling factor. Consequently with such an 
immense fleet of tramp steamers serving American ports the ad- 
vantage of such ports is obvious. Bargain ocean rates are more 
frequently obtained, and there is the further factor that there are 
sailings from such ports to United Kingdom and European destina- 
tions that are not available at Canadian ports. After navigation 
closes the Canadian railways make the same rates from Port Mc- 
Nicoll to St. John and Halifax on grain for export as the shorter 
Buffalo-New York route establishes, in spite of the fact that the 
distance to the Canadian Atlantic seaboard is very much greater, 
while the American railways are operating during the winter months 
under much more favorable climatic conditions. 


CANADIAN NATIONAL EARNINGS 


The Traffic World Ottawa Bureau 


Both the gross and net earnings of the Canadian National 
Railway showed substantial increases for September as com- 
pared with the corresponding month last year. Gross earnings 
showed an increase of $3,294,804, or 17.06 per cent, while net 
showed an increase of $1,792,615, or 83.48 per cent. For the 
first nine months of 1925 net earnings amounted to $12,235,763 
as compared with $6,075,820 in 1924, an increase of 102.87 per 
cent. 

Since June, of this year, the gross earnings of the Canadian 
National have been showing steady improvement monthly, and 
this was .well maintained in September. Gross earnings were 
$22,606,263, as compared with $19,311,459 last year, an increase 
of 17.06 per cent. Operating expenses increased 8.75 per cent, 
being $18,666,192, as compared with $17,164,003 last year. After 
payment of operating expenses net earnings for the month were 
$1,792,615. 

For the nine months of this year net earnings are much in 
excess of those of any previous year in the history of the road. 
Since January 1, gross earnings have amounted to $169,268,260, 
as compared with $172,484,625 in 1924, a decrease of $3,216,365, 
or 1.86 per cent. Operating expenses in this period amounted 
to $156,942,497, as compared with $166,408,805 in 1924, a decrease 
of $9,466,308, or 5.69 per cent. Net earnings for the nine months 
of 1925 amounted to $12,325,763, as compared with $6,075,820 in 
1924, an increase of $6,929,690, or 102.87 per cent. 

A comparison of the 1925 figures with those for 1923, the 
most profitable year the system has had, give an equally favor- 
able result, the increase in net being $5,396,068, or 77.87 per 
cent. The summary is as follows: 


September ° 1925 
III oi 1s is halen sipintn aonsinin @ eae $19,311,459 $22,606,263 
Se Breer er ee 17,164,003 18,666,192 

DS Sa thitheunthers Ierscgnedesteeesasenaed $ 2,147,456 $ 3,940,071 

Nine months: 

NE. cathie ch alsin Ob Rte bined adeiee nde meemwmetens $172,484,625 $169,268,260 
GGVACIIS GROTBON oc 6c ck Kbcvicbcccacccvees 166,408,805 156,942,497 
DEGl GCOS: Beck cp etanadsendncdsiesie ne 6,075,820 12,325,763 


CANADIAN BOARD ORDER 


The Board of Railway Commissioners has passed an order 
authorizing the Canadian National Railways to open for traffic 
its line as follows: Bostock Junction, to Armstrong, 56.45 miles; 
Vernon to Kelowna, 33.4 miles; Vernon to Lumby, 14.82 miles, 
including connections with Canadian Pacific at Bostock Junction, 
Armstrong and Vernon, B. C. 


NEW QUEBEC LINES 


An official statement issued by Sir Henry Thornton regard- 
ing the new line to be built in Quebec, says: 


There has been more or less discussion in the press regarding the 
construction of a railway from O’Brien, on the National Transcon- 
tinental, to Rouyn, Quebec, to serve a large mining development 
which important interests propose to make. An investigation made 
some time ago by the experts of the Canadian National disclosed the 
importance of the district, and the necessity for the provision of 
transportation facilities for new enterprises and the development of 
the traffic interests of the C. N. R. system. More than one project 
for the construction of such a railway seemed to be under promo- 
tion and prompt action was essential if the Canadian National was 
not to find itself eliminated from the field. For such reasons it was 
decided that a line should be built by a separate company and financed 
without calling on the resources of the Canadian National. 


It is announced from Quebec that the Canadian Pacific will 
also build into the district, running an extension from the 
Angliers terminal of the International and James Bay Railway. 


The line will be about forty miles long and a big bridge will be 
necessary. 


SALE OF CANADIAN LINE 


The Aluminum Company of America is understood to have 
bought the Roberval-Saguenay Railway running from Ha Ha 
Junction to Port Alfred, with a branch line to Chicoutimi. The 
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length of the line is 28 miles, part of it being electrified. There 


are large power and pulp-making developments taking place in 
the district. 


GAIN IN CANADIAN TRAFFIC 


Class I railways in Canada moved 276,789 cars in September, 
a gain of 44,154 carloads over September, 1924. Of this in- 
crease, grain and grain products took 31,336 cars, while other 
commodities showed an increase of 12,818 cars. Together with 
the gain of 12,281 cars in August, this shows a marked stimu- 
lation in railway traffic. There has been the usual large in- 
crease from the crop movement from the west, but traffic in 
Ontario and other parts of the east, of a less seasonal nature, 
has also showed substantial growth. 

In the last week of September every one of the eleven com. 
modity classes showed a betterment over last year. With the 
large grain movement this year, the records for October and 
November should be very good. 

A feature of autumn operations on Canadian railroads is 
the large number of empty cars moved, and this continues more 
or less throughout the year. The proportion of empties moved 
in Canada is said to be 35 per cent, which is stated to be the 
largest proportion of any railways in the world. 


ADVANTAGE FOR WINNIPEG 


The cities of Regina and Moose Jaw, Saskatchewan, claim 
that Winnipeg shippers enjoy an unfair advantage over other 
cities on the prairies in shipping goods from the east, and will 
petition the Board of Railway Commissioners for the establish- 
ment of a town tariff or straight mileage rate from the head 
of the lakes to all points on the prairies. They base their claim 
on the fact that the only point west of the lakes to gain 100 
per cent benefit from the fictitious mileage on which rates are 
based from Fort William to Winnipeg, is the latter city, other 
points on the prairies gaining less in proportion to their dis- 
tance from Winnipeg. Other cities in Saskatchewan and Alberta 
are expected to cooperate in pushing the request. 


NEW LINE OF STEAMSHIPS 


Beginning in November, a new line of steamships, starting 
with six ships, will operate out of St. John to Havana and other 
points in the West Indies. The first sailing will be November 
15. The boats will carry potatocs and general cargo south and 
sugar and other products north. Last year, from September 
to June, seventy-one ships cleared from St. John, carrying 2,471, 
229 bushels of potatoes to the West Indies, and in the first six 
months of 1925, forty-one: steamers brought 91,693 tons of raw 
sugar to St. John. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian Pacific for the week ending Octo- 
ber 14 were $4,295,000, an increase of $181,000, or 4.2 per cent, 
over the corresponding week last year. Earnings of the Cana- 
dian National for the same period were $6,218,080, an increase 
of $1,079,242, or 21 per cent. 


URGES TAX RELIEF FOR ROADS 


In a brief filed with the House committee on ways and 
means, A. M. Loeb, president of the National Council of Travel- 
ing Salesmen, urged the committee to give consideration to some 


plan whereby the amount of taxes paid by the railroads might 
be reduced. Said he: 


We recognize that a great amount of the burden upon carriers 
emanates from the various state, county and municipal excises, and 
yet feel that some movement should be sponsored through national 
legislative sources which will serve to standardize and reduce the 
amount of tax burden imposed upon the country’s railroads. 

This is particularly pertinent in a congressional consideration of 
the entire structure of income taxes, since it is _ obvious that the 
total of such tax burdens upon the carriers are simply reimposed upon 
the general public through the means of freight and passenger rates. 

s the services rendered by the carriers is such a necessary 
national public:service and since economical transportation is an un- 
questioned publie necessity, we would urge that your committee give 
its supplementary consideration, indorsement and assistance to the 
creation of some co-ordinated plan for readjusting and reducing the 


burden of taxes at present borne by our railroad transportation 
systems. 


FRUIT AND VEGETABLE SHIPMENTS 


A decrease of approximately 600 cars in combined ship- 
ments of 24 fruit and vegetable products the week ended October 
24, as compared with the preceding week, probably indicates 
the passing of the season’s peak, says the Bureau of Agricul- 
tural Economics of the Department of Agriculture in its weekly 
statement on fruit and vegetable shipments. The total for the 
week ended October 24 was 32,065 cars as compared with 32,656 
cars (revised) for the preceding week. Shipments were reported 
as follows: 

Apples, 10,548 cars; cantaloupes, 6 cars; cabbage, 1,538 cars; 
cauliflower, 139 cars; celery, 567 cars; cucumbers, 30 cars; grapes: 
6,743 cars; grapefruit, 213 cars; lemons, 124 cars; lettuce, 546 cars; 
miscellaneous melons, 89 cars; mixed citrus fruits, 5 cars; mize 
deciduous fruits, 38 cars; mixed vegetables, 432 cars; onions, 1,33 
cars; oranges, 201 cars; peaches, 9 cars; pears, 383 cars; peppers, 


51 cars; spinach, 27 cars; string beans, 107 cars; sweet potatoes, 
838 cars; tomatoes, 422 cars; potatoes, 7,678 cars. 
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Terminal Facilities 


in St. Louis 


fb St. Louis industrial district occupies a zone of 75 square miles, in which there are 
more than 600 miles of railroad terminal facilities. In addition to the equipment of in- 
dividual carriers, the Terminal Railroad Association, the largest unification of railroad ter- 
minals in this country, has facilities for handling carload and less-than-carload freight to all 
parts of the city. 


It connects with, and interchanges traffic with, all of the 28 railroads centering here. It 
serves over 1,100 industries, many of which have tracks with a capacity up to 500 cars. Along 
its belt lines are large areas of moderately-priced property conveniently located for indus- 


trial development. 


With the equipment of all lines available, there 
is an abundant supply of cars at all times and 
the switching service is unexcelled. A _ location 
anywhere in the Terminal’s zone assures access to 
river transportation, as the barge line docks are 
connected with the Terminal belt lines. 


Three other industrial switching lines on both 
sides of the river afford additional service and 
industrial locations. 


Goods loaded into a box car at a plant in 
St. Louis for river shipment are delivered to any 
port at water rates. The switching charge from 
factory to barge is absorbed by the carrier on 
competitive traffic. 


St. Louis manufacturers reach two-thirds of the 
United States via 28 railroads and the Mississippi 
River with a shorter freight haul than those of 
any other big industrial center. 


Ship from the Center—Not the Rim 


We will be glad to mail you our free 
illustrated booklet, “The New St. Louis.” 


Address, Dept. 23, 


ST. LOUIS CHAMBER of COMMERCE 


, St. Louis, U. S. A. 


ma The News 
ST LOUIS 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, “he is a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may —— to us unwise to answer 

or 


or that involves a situation too complex the kind of investigation 
herein contemplated. 


ddress Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Demurrage—Live Stock 


New York.—Question: Will you kindly advise if the usual 
48-hour free time limit on dead freight is applicable to carload 
lots of live stock? That is, have receivers of live stock 48 hours 
in which to take delivery of stock before demurrage or yardage 
accrues? 

Answer: Section A of Rule 1 of the National Car Demurrage 


Rules and Charges, as published in B. T. Jones’ I. C. C. No. 1581, 
provides: 


“Cars of either railroad or private ownership, held for or by 
consignor or consignees for loading, unloading, forwarding direc- 
tions or for any other purpose (including cars held for loading 
company material unless the loading is done by the railroad for 
which the material is intended and on its tracks), are subject to 
these demurrage rules, except as provided in Section B.” 

Section B-2 of the same rule provides: “The following cars 
are not subject to these demurrage rules: Cars under load with 
live stock. This exception does not include cars held for or by 


shipper for loading live stock. Live poultry will not be con- 
sidered live stock.” 


Under the above provisions, carload shipments of live stock 
held for unloading are not subject to the demurrage rules and 
demurrage will not assessed thereon if not unloaded within the 
48-hour period of free time. 

Demurrage—Cars Held for Loading on Private Industry Tracks 

Pennsylvania.—Question: Under the average agreement 
demurrage plan, how many debits and arbitrary charges, if any, 
will accrue on a car under the following circumstances? A car 
is ordered and placed for loading on August 26th at 11:15 a. m. 
and released on September ist at 6 p. m. There is one inter- 
vening Sunday. The points in question are, since the car was 
ordered for loading and not loaded, does the fractional day, 
August 26th, count as a full day and does the intervening Sunday 
also count as a day, with no free time allowance whatever. 

Answer: Under the provisions of Section D of Rule 3 of the 
National Car Demurrage Rules and Charges, B. T. Jones’ I. C. C. 
No. 1581, free time on cars held for loading on private industry 
tracks, is computed from the first 7 a. m. after actual or 
constructive placement on such tracks. In the present instance 
free time is to be computed from 7 a. m. of August 27th. 

The note at the beginning of Rule 3 provides that, in com- 
puting free time, Sundays will be excluded. 

However, under the provisions of Section A of Rule 9, when 
a car has accrued four debits, all subsequent detention will be 
charged for, and this charge will be made for Sundays and 
holidays subsequent to the day on which the fourth debit 
begins to run. 

Whether or not demurrage should be assessed for Sunday, 
in the present case depends upon whether the Sunday occurred 
prior to or subsequent to the day on which the fourth debit 
began to run. If you have reference to a car which was held 
under demurrage the past September, the Sunday intervened, 
namely, Sunday, August 30th, should be excluded, and therefore 
the car would be subject to an arbitrary charge of $5.00 for one 
day, provided sufficient credits had been earned on other cars 
to cancel the first four debits accruing on this car. 

Reconsignment vs. Reshipment 


Virginia—Question: I quote below a rule from a current 
reconsignment tariff: 


Diversion or reconsignment to point outside switching limits 
after placement; If a car has been placed for unloading at original 
billed destination and is reforwarded therefrom without being 
unloaded to a point outside of the switching limits, it will be 
subject to the published rates to and from the point of recon- 
signment, plus $6.30 per car reconsignment charge, except that 
in no case shall the total charge be less than the charge based on 
the through rate from point of origin to final destination, plus 
$6.30 per car reconsignment charges. (See notes 1 and 2.) 

ote 1. If a car has been placed for unloading on a public 
delivery track but has not been unloaded or accepted by consignee 
or owner it will be considered as not having been placed for 
unloading and will not be subject to Rule 10. 

Note 2. Where all charges have been paid to o rat original 
destination, and delivery accepted and new bill of lading (not an 
Exchange Bill of Lading) issued to a new destination on basis of 
local (not proportional, reshipping or trans-shipping) rate from 
the reforwarding point, and without any carrier or agent of the 
carrier acting for the shipper, the transaction will not be con- 
sidered as a diversion or reconsignment and no diversion or 
reconsignment charge will be assessed. 
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This note will not apply, viz.: 


(1) Where less than the full combination of local rates from 
the original destination is applied. 


(2) When the factors to and from the original destination are 
reduced by the application of Combination Tariff (Agent Jones’ 
228, I. C. C. No. U. S. 1) 


(3) Where all or any portion of the charges to the original 
destination are collected at final destination. 


This must not be construed as authorizing the application of 
intrastate rates (i. e., rates applicable only on intrastate traffic) 
on any portion of an interstate movement. 


Under the terms of this rule, would you consider an intra- 
state or an interstate rate properly applicable on the movement 
from Richmond, Virginia to Louisa, Virginia, of a carload of 
stone which moved from Oglesby, Georgia to Richmand, was 
there accepted, and the freight charged paid, and reshipped to 
Louisa on a new bill of lading? Do you know of any decisions 
of the Interstate Commerce Commission or the Virginia State 
Corporation Commission which would be pertinent? 

Answer: In the following cases the Commission has con- 
sidered the question of whether a certain movement was a recon- 
signment or a reshipment: Wegdahl Elevator Co. vs. C. M. & 
St. P., 96 I. C. C. 87; Stetson, Cutler & Co. vs. N. Y. N. H. & H., 
91 I. C. C. 3, reaffirmed in mimeographed report of October 3, 
1925; J. D. Hollingshead & Co. vs..N. Y. C., 73 I. C. C. 640, and 
American Wholesale Lumber Association vs. Director General, 
66 I. C. C. 393. 

You will observe that in Stetson, Cutler & Co. vs. N. Y. N. H. 
& H., 91 1. C. C. 3, the Commission stated that if a shipper is 
to avail himself of the advantages of reshipment instead of re- 
consignment there must be two shipments without the carrier 
or its agent acting for the shipper. 

You will furthermore note that in Wegdahl Elevator Co. vs. 
C. M. & St. P., 96 I. C. C. 87, the Commission holds that where 
a shipment moves between points in the same state, but is re- 
consigned to a point in another state, an interstate rate must 
be applied for the through movement. This would be true 
whether the intrastate movement was prior to or subsequent to 
the reconsignment. 

Whether or not the intrastate or the interstate rate should 
be applied for the movement beyond Richmond is dependent upon 
whether the handling of the shipment at Richmond was such as 
to constitute a reconsignment or a reshipment within the find- 
ings of the Commission in its reports in the cases above cited. 
Follow-lot Shipment—Each Car Except That Carrying Excess 


Must Be Loaded as Heavily as Loading Conditions Permit 


Illinois —Question: Sometime ago we loaded two cars of 
cloth destined to Buffalo on which there is a commodity rate 
with fifty thousand pounds minimum. The first contained 45,900 
pounds, the second car 43,800 pounds, or a total of 89,700 pounds. 
The commodity rate does not provide for any particular size 
car and the tariff is governed by the rules and regulations in the 
classification. Through error our shipping clerk did not properly 
distribute the weight in these two cars, but it was his intention 
to forward these cars in accordance with rule 24. At destination 
the carriers charged us for 100,000 pounds or at the minimum 
weight on the two cars. We have explained and admitted our 
mistake, agreeing to accept the full minimum weight on the 
first car, but have asked the carriers to charge us only for the 
actual weight on the second car. They will not, however, 
accept this proposition on the basis that the first car was not 
loaded to its full visible capacity. 


Kindly advise whether there is any court decisions or deci- 
sions of the Interstate Commerce Commission on this problem. 


Answer: Section 1 and 3 of Rule 24 of Consolidated Classi- 
fication reads as follows: 


Section 1. When carload freight, the authorized minimum 
weight for which is 30,000 pounds or more, is received in excess of 


the quantity that can be loaded in or on one car, the following 
shall apply: 


Section 3. Each car, except the car carrying the excess, must 
be loaded as heavily as loading conditions will permit, to the 
marked capacity of the car if practicable, and each car so loaded 
charged at actual or authorized estimated weight, subject to 


established minimum carload weight, and at the carload rating 
applicable. 


In Johns-Manville Co. vs. Lehigh Valley R. R. Co., 53 I. C. C. 
527, the Commission held with respect to a similar shipment that 
charges assessed on the basis of the carload minimum weight 
on each underloaded car under the rule assailed were not 
unreasonable or unlawful. 

Weighing and Reweighing—Charge for Where Carrier Furnishes 
Equipment Containing Refuse 

Michigan.—Question: Shipper Jones ships car of live stock 
consigned to Smith, originating line A, delivering line B. The 
consignee unloads same and upon presentation of freight bill 
discovers a difference of four thousand pounds in billed weight 
and railroad scale weight. The car was weighed on road “A.” 
The consignee refused to pay for the four thousand pounds, 
claiming the manure (which was in car when live stock was 
loaded) caused the difference over the actual weight. 

The carrier’s agent requested that the car be reweighed 
(after stock was unloaded), which was done and it developed that 
the car contained approximately two tons of this refuse. The 
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Service Between The East and West 


THROUGH PULLMAN CARS 


Chicago—Cincinnati—Louisville—St. Louis—Indianapolis 


AND 


New York—Philadelphia—Baltimore— W ashington— Richmond 


Newport News and Norfolk 
Best of Connections for All Points West and Southwest 


Superior Dining Car Service 


All tickets carry stopover privileges at White Sulphur, W. Va., Hot Springs, Va., Charlottesville, Va., 


The Scenic and Historic Line 


The C. & O. carries you through the canyons of the New River and over the 
beautiful Alleghany and Blue Ridge Mountains, an ever changing panorama 
of Wonder Scenes, and into the richest field of historic interest in America. 
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Richmond, Va., and Washington, D. C. 


MONTICELLO—(at Charlottesville, Va.) The beautiful Colonial home of 
Thomas Jefferson. A National Shrine. 


RICHMOND, VA.—Rich in colonial and national memories. 


WILLIAMSBURG, VA.—Here stands William and Mary College founded 
in 1692. 


JAMESTOWN, VA.—(7 miles from Williamsburg.) Here in May, 1607, 
was founded the first English settlement in America. 


YORKTOWN, VA.—(8 miles from Lee Hall.) October 19, 1781, Cornwallis 
surrendered to Geo. Washington. 


WASHINGTON, D. C.—The Nation’s Capital. One of the most beautiful 
cities in the world. 


JNO. D. POTTS 0. N. SPAIN GEO. COOMBS 
Passenger Traffic Manager Eastern Passenger Agent 
Richmond, Va. Washington, D.C., and 299 


Broadway, New York City Cincinnati, O. 


T. H. GURNEY R. E. PARSONS 
General Passenger Agent F. E, LANDMEIER 


Richmond, Va. Western Passenger Agent 


District Passenger Agent 


St. Louis, Mo. Louisville, Ky. 


Asst. General Pass. Agent 
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originating carrier and the shipper were aware that this refuse 
was in the car when the stock was loaded. To reweigh the 
car at the nearest scale caused an additional movement of 
ten miles. 

Should not this four thousand pounds of excess weight be 
deducted from the freight bill (protecting minimum weight) and 
charges assessed on actual weight? Is shipper liable for charges 
to cover weighing of car a second time, if consignee refuses 
to pay? 

Answer: While, apparently, it is customary, except where, 
by reason of federal, state or municipal regulations, cars are 
required to be cleaned and disinfected, to make shipments in 
cars which contain a certain amount of litter (National Live 
Stock Exchange vs. A. & S. Ry. Co., 50 I. C. C. 578, it does not 
appear to be reasonable that a shipper should be required to pay 
freight charges on an amount thereof to the etxent of 4,000 
pounds. Furthermore, it would seem to be reasonable, where 
the weighing of the car is necessary to a determination of the 
correct weight of the shipment, assuming that it is the duty 
of the carrier to furnish a car which is, at least, reasonably free 
from refuse, that the reweighing be performed without charge 
to the shipper. 

We can locate no opinion of the Commission directly in 
point. However, in its report in Docket 4631, in Re Weighing 


of Freight by Carrier, 28 I. C. C. 7, the Commission on pages 
30 and 31 said: 


It is further objected that no charge whatever should be made 
when the weighing is rendered necessary by the act of the carrier; 
that is to say, if the shipper asks that the car be weighed because 
it is his belief that the original weight was improper, he ought 
not to be required to pay for the reweighing if it turns out that 
he is correct. The tariffs of some carriers now contain a rule 
to that effect, and in our opinion the tariffs of all carriers should 
provide that where a reweighing is requested by a shipper and 
such reweighing shows error beyond the limit of tolerance fixed 
no charge shall be made for that service. 





FINANCE APPLICATION 


The Santa Fe has asked for authority to assume obligations 
with respect to $10,318,750 of bonds of the Eastern Railway 
Company of New Mexico, a subsidiary of the applicant. 


UNCONTESTED FINANCE CASES 


The receivers of the Chicago, Milwaukee & St. Paul have 
been authorized to construct an extension of a branch line in 
Missoula county, Montana, to reach new timber operations. 

The Hampton & Branchville Railroad Company has been 
authorized to operate a line of railroad from Smoaks to a point 
approximately five miles east thereof, and to construct and op- 
erate an extension of its line of railroad from said point to 
Cottageville, all in Colleton county, South Carolina. Request 
for permission to retain excess earnings was denied. 

The Guif & Interstate Railway Company of Texas has been 
authorized to acquire the railroad and terminal facilities of the 
Santa Fe Dock & Channel Company at Port Bolivar, Galveston 
county, Texas. 

The Potato Creek Railroad Company has been authorized to 
abandon, as to interstate and foreign commerce, part of its line 
in McKean county, Pennsylvania, extending from Norwich to 
Betula, a distance of 9,500 feet. 

The Commission has authorized the Longview, Portland & 
Northern Railway Company to issue $1,250,000 of common stock, 
consisting of 12,500 shares of the par value of $100 each, and 
$3,250,000 of first mortgage 6 per cent bonds, all to be delivered 
to the Long-Bell Lumber Company in reimbursement of ad- 
vances made for capital purposes. 


COST OF RAILROAD FUEL 


Total cost of coal: and fuel oil for Class I road locomotives 
in freight and passenger train service, exclusive of switching 
locomotives and switching and terminal companies, for the 
eight months ended with August amounted to $214,736,375, as 
compared with $237,750,593, a decrease of $23,014,218, according 
to statistics compiled by the Bureau of Statistics of the Com- 
mission from carriers’ reports. For August the total cost was 
$26,305,785, as compared with $26,375,435 for August, 1924. 

While the cost of coal decreased, the cost of fuel oil sub- 
stantially increased for the 1925 periods as compared with the 
1924 periods under consideration. 

For the month of August, 7,834,279 net tons of coal, average 
cost $2.66 per ton, were consumed, as compared with 7,339,314 
net tons in August, 1924, average cost $2.94 per ton. The total 
cost was $20,844,325 in August, as compared with $21,546,785 in 
August, 1924. Gallons of fuel oil consumed in August totaled 
169,267,915, average cost 3.23 cents per gallon, as compared 
with 168,609,649 in August, 1924, average cost 2.86 cents per 
gallon. The total cost for fuel oil in August was $5,461,460, as 
compared with $4,828,650 in August, 1924. 

For the eight months ended with August, 62,639,632 net tons 
of coal, average cost $2.75 per ton, were consumed, as compared 
with 64,176,096 net tons for the same period of 1924, average cost 
$3.13 per ton. Total cost of coal for the eight months ended 
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with August was $172,542,326, as compared with $200,615,403 fo, 
the same period of 1924. Gallons of fuel oil consumed in the 
eight months ended with August totaled 1,322,663,644, average 
cost per gallon, 3.19 cents, as compared with 1,344,059,667, aver. 
age cost 2.76 cents per gallon, for the same period of 1924. Tota] 
cost of fuel oil was $42,194,049 for the eight months ended with 
August, as compared with $37,135,190 for the same period of 1924, 


COAL PRODUCTION AND SHIPMENT 


Total bituminous coal production the week ended October 
17 is estimated at 11,767,000 net tons by the Bureau of Mines of 
the Department of Commerce. This was an increase of less thap 
one per cent over that of the preceding week. Production of 
anthracite the week ended October 17 is estimated at 17,000 
tons, an increase of 4,000 tons over that of the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended October 10 were reported 
as follows: Bituminous, 3,764; anthracite, 667. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 17 totaled 409,756 tons, of which 264,088 
tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended October 10 totaled 948,603 net tons. No anthracite 
was shipped. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
October 8-14, inclusive, was 130,797, a decrease of 5,212 cars as 
compared with the preceding period, while the average daily 
shortage was 1,934 cars, according to the car service division of 
the American Railway Association. 

The surplus was made up as follows: Box, 58,371; ventilated 
box, 185; auto and furniture, 1,384; total box, 59,940; flat, 4,783; 
gondola, 18,673; hopper, 34,269; total coal, 52,942; coke, 1,124; 
S. D. stock, 8,747; D. D. stock, 1,122; refrigerator, 1,486; tank, 
86; miscellaneous, 595. 

The shortage was made up of 119 box, 20 auto and furniture, 
1 flat, 170 gondola, 50 hopper, 1,561 refrigerator and 13 tank cars. 

Canadian roads reported a surplus of 5,085 box, 1,250 flat, 
1,200 S. D. stock, 150 refrigerator, and 33 miscellaneous cars. 


ROLLING STOCK ADDITIONS 


Class I railroads the first nine months this year placed in 
service 113,815 freight cars, according to reports filed by the 
carriers with the car service division of the American Railway 
Association. This was a decrease of 6,912 under the number 
installed in the corresponding period last year and 20,821 less 
than in the same period in 1923. Of the total number installed 
in the nine months’ period this year, 8,369 were placed in service 
in September, including 4,111 box cars, 2,165 coal cars and 465 
refrigerator cars. 

Freight cars on’ order on October 1 this year totaled 21,055 
compared with 49,702 on the same date last year and 64,601 in 
1923. 

Class I railroads the first nine months in 1925 placed in 
service 1,342 steam locomotives compared with 1,657 in the same 
period last year and 2,963 in the corresponding period in 1923. 
The same roads on October 1, 1925, had 237 locomotives on 
order compared with 285 on the same day last year and 1,242 
two years ago. In September this year 129 locomotives were 
installed in service. These figures as to freight cars and loco- 
motives include new, rebuilt and leased equipment. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
October 1, was 62.7, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
51.1; refrigerator, 61.4; coal and coke, 70.3; stock, 85.3; flat, 77.9; 
others, 94.8. By districts the percentages for all classes of 
equipment were as follows: Eastern, 52; Allegheny, 70.6; Poca- 
hontas, 54.8; Southern, 56.8; Western, 68.9. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of October 1, showed the 
following: Eastern district, 94.8 as against 91.1 a year ago; Alle 
gheny, 101.2 as against 105.5 a year ago; Pocahontas, 73.2 as 
against 81.4 a year ago; Southern, 104.1 as against 93.8 a year 
ago; Western, 101.6 as against 104 a year ago; all districts, 98.8 
as against 98.6 a year ago; Canadian roads, 93 as against 92.5 a 
year ago. 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces a2 
open competitive examination for passenger transportation and 
rate clerk (land grant). The examination is to fill vacancies iD 
the office of the Quartermaster Supply Officer, Washington Gen- 
eral Intermediate Depot, Washington, D. C., and the Finance 
Division, War Department, Washington, D. C., at salaries rang 
ing from $1,860 to $2,400 a year. Promotion to higher grades 
may be made in accordance with the civil service rule 48 
vacancies occur. 
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An over-night trip to Niagara Falls, Hamilton or Toronto may 
gh be conveniently made on the Lehigh Valley’s Toronto Express, 
‘ilway | which leaves every evening from Pennsylvania Station, in the 
ys heart of New York City, and Reading Terminal, as advanta- 
—— - geously located in Philadelphia. 

id 465 
— A rock-ballasted roadbed equipped with the heaviest rail in use 
sol in on any railroad, promises a pleasant, comfortable trip. 
—- 7 | ee Leaves New York 6:20 P.M. 
1923. Leaves Philadelphia 6:30 P. M. 
_ = Arrives Toronto 8:53 A.M. 
were RETURNING...... Leaves Toronto 5.40 P.M. 
a Arrives New York 8:20 A.M. 
Leaves Toronto 6:05 P.M. 
Arrives Philadelphia 9:50 A.M. 
as of 
ation. Club Car and Diner serving dinner and breakfast in each di- 
; 
m8; rection. 
aes ee This service is operated in conjunction with the Canadian Na- 
ars 0 Falls tional Railways. 
2d the 
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oe Lehigh Valley Representative or from N. W. Pringle, Passenger 
92.5 @ Traffic Manager, 143 Liberty Street, New York. 
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) n , 
“) Lehigh Valley Railroad 
en- F 
tives : 
Bw The Route of The Black Diamond 
ule as 



































































































1058 
FLORIDA EMBARGO MEASURES 


The Trafic World Washington Bureau 


The Commission and the Car Service Division of the Ameri- 
can Railway Association were advised October 30 that, at a 
meeting in Jacksonville of all Florida railroads, called by M. J. 
Gormley and attended by J. B. Ford, Commission representative, 
plans were made for the movement of citrus and other perish- 
able traffic out of Florida by placing a general embargo against 
inbound traffic, except on live stock, perishables, petroleum, 
foodstuffs, and feedstuffs, crate and wrapping material used in 
handling fruits and vegetables, fertilizers, and fertilizer ma- 
terials. It was decided that the present accumulation of cars 
in Florida had to be cleared up in advance of the perishable 
movement northward and that, thereafter, inbound freight for 
immediate requirements would have to be handled under the 
permit system. 


TRANSPORT 730,000-POUND GUN 


The United States Army’s largest coast defense gun, 14 
inches in caliber and 95 feet long, weighing 730,000 pounds, is 
en route from Aberdeen, Maryland, to Fort Arthur near San 
Diego, California, traveling over the Pennsylvania, the Chicago 
& Northwestern, the Union Pacific, and Southern Pacific. It 
arrived in Chicago, October 27, where it was on exhibition for 
two days. The gun required a specially designed truck, having 
14 axles and 28 wheels, to carry it and the Pennsylvania handled 
it to Chicago in a special train running at a speed of from five to 
twenty miles an hour. According to the announcement of the 
road, it was necessary to halt the train every five miles to oil 
the parts and to keep all the mechanism thoroughly lubricated. 
A crew of two officers and three enlisted men are accompanying 
the gun on its trip. The task of routing the shipment required a 
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survey of the right of way of four roads to ascertain whether 
the gun would pass through all tunnels and snowsheds and oye 
bridges en route. 


LUMBER SHIPMENTS 


The inference from telegraphic reports received by the Na. 
tional Lumber Manufacturers Association, from 363 of the larger 
softwood mills of the country, for the week ended October 24, js 
that there was a slight increase in national lumber production 
and a slight falling off in shipments and new business. (Cop. 
pared with the same week of 1924, the past week shows a gen. 
eral gain. 

The following table compares the national lumber move 
ment as reflected by the reporting mills of seven regional asgpo. 
ciations for the three weeks indicated: 


Corresponding Preceding Wk. 

Past Week Week, 1924 1925 (Revised) 

WD oiaide ds .wic asia binares 363 347 353 
POGUCHION § ..cccccecs 238,670,281 219,541,912 234,428 349 
NS eee 228,396,138 211,704,545 233, 521,623 
Orders (New Bus.).. 213,260,339 211,921,526 228° 789,135 


The following revised figures compare the lumber movement 
of the seven associations for the first forty-three weeks of 1925 
with the same period of 1924: 


Production 
We acalgs bales cicvelshncarene 10,436,596,336 
9,992,559,627 


Shipments 
10,326,633,843 
9,926,479,013 


Orders 
10,124, 459, 664 
9,617,143, 92 


ee 


TELEPHONE CONSOLIDATION 
The Commonwealth Telephone Company and the Mer. 
chants Telephone Company, both of Pittston, Pa., have applied 


to the Commission for approval of the sale of the property of 
the latter to the former. 
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November i—Los Angeles, Calif—Examiner Howell: 
1. é. S. No. 2526—Lettuce from Pacific Coast territory to eastern 
points. 
November 2—Dallas, Tex.—Examiner Cheseldine: 
-Fourth Section Application No. 464 et al. 
‘i. & S. No. 2524—Combination rule on cotton and cotton linters 
from Southern Points to Kentucky and Tennessee points. 
November 2—Jacksonville, Fla.—Examiner Hillyer: 
* 17269—Jacksonville Traffic Bureau vs. A. C. L. R. R. et al. 
November 2—Washington, D. C.—Examiner O'Neill: 
‘Valuation No. 84—In re tentative valuation of the property of the 
Peoria Ry. Terminal Co. (Further hearing.) 
Valuation No. 172—In re tentative valuation of the property of Rock 
Island Frisco Terminal Ry. Co. (further hearing.) 
November 2—Bismarck, N. D.—Examiner Fleming: 
1. & S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. (Further hearing.) 
November 2—Chicago, Ill—Examiner Jewell: 
171 9—Tomkins-Summer Co. vs. B O. R. R. Co. et al. 


November 2—Los Angeles, Calif.—Examiner Howell: 
16797—C. M. Brown vs. C. R. I. & P. Ry. et al. 
17020—American Fruit Growers, Inc., of Calif., 

Pacific Co. et al. 
Fourth Section Application No. 11428, filed by J. E. Fairbanks— 
In re charges for refrigeration of shipment of cantaloupes, etc. 

November 2—Washington D. C.—Examiner Quimby: 

Val. Dkt. No. 498—In re tentative valuation of the property of the 
Cambria and Indiana Railroad Company. 


November 2—New York, N. Y.—Examiner Berry: 

at ly ee eel York Bedford Copper Co. vs. N. Y. N. H. & H. 

. R. Co. et al. 

17293—Federated Metals Corp. vs. Penn. R. R. Co. et al. 
November a D. C.—Examiner Hill: 

14012—Sewell Valley R. R. vs. C. & O. Ry. 

17014—Greenbrier & Eastern R. R. Co. vs. C. & O. Ry. Co. et al. 
November 3—Washington, D. C.—Examiner Boles: 

Finance No. 5062—Application Chicago & North Western Ry. Co. 
for authority to acquire further control of the Chicago, St. Paul, 
Minneapolis & Omaha Ry. Co. by acquiring additional common 
stock of that company and to insure certain securities. 

nyventaee ae Ill.—Examiner Kettler: 
. & S. No. 2502—Grain products from Chicago, Joliet, Lockport and 
” Peoria, Ill., to Arkansas points. 

ae ey 3—Chicago, Ill.—Examiner Jewell: 
- & S. No. 2532—Butter, eggs and poultry, L. C. L., between points 
in Western Trunk Line Territory. 

November 4—Washington, D. C.—Examiner Disque: 

Valuation 487—In re tentative valuation of the property of Doniphan, 

Kensett & Searcy Ry. 
November 4—Orlando, Fla.—Examiner Hillyer: 
a ey oe Commissioners of the State of Florida vs. A. & R. 
. Re 
November 4—Elmira, N. Y.—Examiner Berry: 

17313—Frank P. Case & — Troy, Pa., and Elwin Allen, Canton, 

Pa., vs. Penn. R. R. 
November 4—Los piety Calif.—Examiner Howell: 
17082—California Farm Bureau Federation et al., vs. Southern Pa- 
cific Co. et al. 
November 4—Omaha, Neb.—Examiner Stough: 
17271—John Deere Plow Co. vs. Director General, as Agent. 


et al. vs. Southern 


a 





| 





17344—M. C. Peters Mill Co. vs. James C. Davis, Director General 

of Railroads, as Agent. 

November 4—Argument at Washington, D. C.: 

1. & S. No. 2447—Iron and steel articles in Official Classification 
territory. 

1. & S. No. 2456—Definition of Tank Cars in the Consolidated Classi- 
fication. 

November 5—Washington, D. C.—Examiner Brinkley: 

* Valuation No. 336—In re tentative valuation of the properties of the 
Long Island R. R. Co.; the N. Y. B. & M. Beach Ry.; the Gler- 
dale and East River R. R. Co.; the N. Y. and Rockaway Beach 
Ry.; and the Long Island R. R. Co., North Shore Branch. 

November 5—Washington, D. C.—Examiner Harraman: 

1. & S. No. 2523—Classification Ratings on Radio Sets in Official 
Territory. 

November 5—Argument at Washington, D. C.: 

1. & S. No. 2444—Cheese from Iowa, Minnesota and Wisconsin to 
Illinois and Wisconsin. 
16314—Northern Potato Traffic Assn. vs. B. & O. R. R. Co. et al. 


November 5—Mt. Vernon, Ind.—Examiner Kettler: 


1. & S. No. 2498—Grain and grain products, Mt. Vernon, Ind., to 
Ohio River crossings. 


November 5—Washington, D. C.—Examiner Kelley: 
Valuation No. 355—In re tentative valuation of the property of the 
International & Great Northern Ry. Co. 
Valuation No. 418—In re tentative valuation of the property o 
the Austin Dam & Suburban Ry. Co. 
November 5—Omaha, Neb.—Examiner w4r 
17222—Omaha Grain Exchange vs. C. B. & Q. R. R. et al. 


ne 6—Washington, D. Pm Brown and Examine! 

ullivan: 

* Finance No. 5069—Application Springfield, Havana & Peoria R. % 
Co. for authority to issue securities. 

* Finance No. 5070—Application of Springfield, Havana & Peoria 
R. R. Co. for a certificate of public convenience and necessity 
authorizing the acquisition of a line of railroad. 

* Finance No. 5071—Application Chicago & Illinois Midland Ry. Co. 
for a certificate of public convenience and necessity authorizing 
it to operate under trackage rights over a portion of the [Illinois 
Central R. R. 

* Finance No. 5072—Application Chicago & Illinois Midland Ry. Co. 
for authority to issue securities. 

* Finance No. 5073—Application Chicago & Illinois Midland Ry. Co. 
for authority to acquire control of the Springfileld, Havana & 
Peoria R. R. Co. by purchase of capital stock. 


ae * y 6—Omaha, Nebr.—Examiner Eshelman: 
. & S. No. 2534—Building Stone from Port Morris, N. Y., and Long 
“Island Railroad points to Central Freight Association. 


ow ye 6—Argument at Washington, D. 


cK: 
& S. No. 2380—Export rates on wheat and its products, Montana 
to North Pacific Coast ports. 


14572—Board of Railroad Commissioners of the State of Monta 
vs. B. A. & P. Ry. Co. et al. 
16646—Nelson Steamship Co. vs. B. A. & P. Ry. et al. 
November 6—Syracuse, N. Ns ag as Berry: 
16555—C. L. Amos Coal Co. vs. L. V. R. R. Co. et al. 
November 7—Hope, Ark.—Examiner + Sea 
17302—Hope Fertilizer Co. vs. Ark. Western Ry. Co. et al. 


November 7—Indianapolis, Ind.—Examiner Kettler: 
17287—American Window Glass Co, vs. Santa Fe et al, 
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A LETTER TO YOU!!! 


Dear Sir: 


We have not received your order for our new “CON- 
SOLIDATED DIGEST OF DECISIONS UNDER THE IN- 
TERSTATE COMMERCE ACT, 1887 to 1924,” by H. C. Lust. 


Without the DIGESTS it is impossible for anyone to be 
adequately and properly informed on traffic matters. 
Lawyers and doctors maintain exhaustive reference li- 
braries. Every surgeon, no matter how experienced, 
reads up on an operation before performing it, unless in 
an emergency. Every conscientious lawyer, before ren- 
dering an opinion, examines all the authorities, no matter 
how familiar he may believe he is with the law governing 
that particular problem. The reason is, the human mind is 
not infallible, and no competent professional man depends 
on memory alone. The importance of the average law suit 
is small compared to traffic problems, often affecting ad- 
justment of rates on thousands of cars. Even incidental 
traffic matters, like DEMURRAGE and ALLOWANCES, 
run into large amounts. 


For this trusty advisor, which will enable you to in- 
stantaneously solve your traffic problems, in two volumes 
indestructibly bound in the finest buckram sewed over 
tapes, 2500 pages, the price is only $12.50 a volume or $25.00 
for the set. 

If you have any traffic at all you need this book NOW. 
Trusting to receive your order, 

Very truly yours, 


H. C. LUST COMPANY, *: 
Fowler, Indiana. 
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November 9—Washington, D. C.—Examiner Knowlton: 

No. 6672—Application of the Central of Georgia Railway Company, 
under the provisions of Section 5 of the Act to Regulate Com- 
merce, as amended by Section 11 of the Panama Canal Act, rela- 
tive to the Ocean Steamship Company of Savannah. 

November 9—Denver, Colo.—Examiner Wagner: 
17000—Rate Structure Investigation. 

Ex Parte 87—Revenues in Western District. 


November 9—Washington, D. C.—Examiner Law: 

' Finance No. 3718—Excess Income of the Eldorado & Wesson Ry. Co. 

November 9—Washington, D. C.—Examiner Turner. 

Finance No. 3929—Excess Income of the Sioux City Terminal Ry. Co. 

November 9—Washington, D. C.—Examiner Kephart: 

' Valuation No. 235—In re tentative valuation of the properties of the 
Virginian Ry. Co. and the Virginian Terminal Ry. Co. (Further 
hearing.) 

November 9—Chicago, Ill—Examiner Jewell: 

17208—Oklahoma Sash & Door Co. et al. vs. Santa Fe et al. 

17358—Higginbotham-Bartlett Co. et al. vs. Abilene & Southern Ry. 
Co, et al. 

17170—American Tar Products Co. et al. vs. Santa Fe et al. 

17123—Benson Brothers Lumber Co. et al. vs. Santa Fe et al. 

17360—The B. F. Nelson Mfg. Co. et al. vs. A. & W. Ry. Co. et al. 

17328—Certain-teed Products Corp. vs. A. & W. Ry. Co. et al. 

* 17468—The Philip Carey Co. et al. vs. Santa Fe et al. 

November 9—Washington, D. C.—Examiners Davis and Molster: 

* Finance No. 5090—Application Seaboard Air Line Railway Company 
for authority (a) to acquire control of the Charlotte Harbor & 
Northern Ry. Co. by purchase of capital stock, (b) to lease the 
railroad of that company, and (c) for authority to issue securi- 
ties and to assume certain obligations. 

November 9—Portland, Ore.—Examiner Fleming: 

17331—Pacific Coast Cone Co. et al. vs. Santa Fe et al. 

November 9—Washington, D. C.—Examiner Hill: 

‘1. & S. No. 2514—Apples from Virginia points to Eastern destina- 
tions. 

November 9—Little Rock, Ark.—Examiner Cheseldine: 

“a aan + es Chamber of Commerce et al. vs. Ark. & La. Mo. 
y. Co. et al. 


November 9—Mason City, Ia.—Examiner Stough: 
17241—Jacob E. Decker & Sons vs. C. & N. W. Ry. Co. 


November 9—Indianapolis, Ind.—Examiner Kettler: 
17274—Como Chemical Co. vs. A. T. & S. F. Ry. et al. 


November 10—Washington, D. C.—Examiner Davis: 

* Finance No. 5126—Joint application of the Bell Telephone Co. of 
Pennsylvania and the Peoples’ Telephone Corp. for a certificate 
that the purchase and sale of certain telephone properties in 
Pennsylvania will be of advantage to the persons to whom serv- 
ice is to be rendered and in the public interest. 

* Finance No. 5142—Joint application of the Pacific Telephone & 
Telegraph Co. and Tillamook County Mutual Telephone Co. for 
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a certificate that the acquisition by the former company of th 
properties of the latter company will be of advantage to th 


persons to whom service is to be rendered and in the publi 
interest. 


November 10—Indianapolis, Ind.—Examiner Kettler: 
17290—The Indianapolis Board of Trade vs. C. I. & L. Ry. Co. 
17291—The Indianapolis Board of Trade vs. B. & O. R. R. Co. et aj 


November 10—Washington, D. C.—Examiner Woodrow: 
' Valuation No. 526—In re tentative valuation of the property of th 
Missouri & Illinois Bridge & Belt R. R. Co. 


November 10—Washington, D. C.—Examiner Harraman: 
— Adding Machine Co. et al. vs. Mich. Cent. R, Rp 
o. et al. 


November 11—Chicago, Ill.—Examiner Jewell: 
' 17205—A. M. Blongren, Trading as the Blomgren Coal Co., not 
incorporated, et al. vs. C. & N. W. Ry. et al. 
17256—Chicago Coal Merchants’ Assn. vs. N. Y. C. R. R. et al. 
November 11—Indianapolis, Ind.—Examiner Kettler: 
1. & S. No. 2519—Grain and grain products from the Northwes 
to the Mississippi Valley. 
November 11—Argument at Washington, D. C.: 
‘ 5504—The Cotton Manufacturers’ Assn. of S. C. vs. C. C. & O. Ry, 
Director-General, as agent, et al. 
1. & S, 2276—(and Sups. 1 and 2 inclusive)—Furniture from Southem 
points to Trunk Line and New England territories. 
Portions of Fourth Section Applications No. 458, 1952 and 3912. 
13934—-Standard Furniture Co. vs. N. C. & St. L. Ry. et al. 
November 11—Des Moines, Ia.—Examiner Stough: 
baa > ga Moines Board of Trade et al. vs. Ft. D. D. & S. R. R. Co, 
et al. 
November 11—Memphis, Tenn.—Examiner Cheseldine: 
* Forth Section Application No. 464 et al. 
* 1. & S. No. 2524—Combination rule on cotton and linters from 
Southern points to Ky. and Tenn. points. 
November 12—El Paso, Texas.—Examiner Howell: 
17122—Rates on classes and commodities between points within 
the state of Texas. 
November 12—Argument at Washington, D. C.: 
12969—Divisions received by the Brimestone Railroad & Canal Co. 
14709—Ayrshire Coal Co. vs. Southern Ry. Co. 
14857—J. Wooley Coal Co. et al. vs. Southern Ry. Co. 
November 13—Argument at Washington, D. C.: 
15112—Apache Powder Co. vs. Santa Fe et al. 
15296—Harding Glass Co. vs. Santa Fe et al. 
15843—Warren Brothers Co. vs. Southern Pacific Co. 
November 13—Burlington, Ia.—Examiner Stough: 
15550—Sub. No. 1 and 2—Burlington Shippers’ Assn. et al. vs. C. & 
O. Ry. Co. et al. 
November 13—Minneapolis, Minn.—Examiner Disque: 
* 17214—Stott Briquet Co. vs. The Penna. R. R. et al. 
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RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bidg.. Washington, D. C. 


CAMPHUIS & COMPANY, Inc. 
Customs Brokers Forwarding Agents 


Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 
to Mexico via the Texas Border Ports 





Washington, D. C. 








BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 
E. W. HOLLINGSWORTH 
Commerce Attorney 
319 Fourteenth Street 369 Pine Street 
Oakland, . San Francisco, Calif. 





YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 


LAREDO, TEXAS cation to each one of our readers. 
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Team Work in 


The efficient operation of a great railway 
system is a striking example of productive 
team work for the service of the public. 


Little thought is ordinarily given by the 
public to the multitude and variety of oper- 
ations required to insure efficient transpor- 
tation of passengers and freight. Few in- 
dustries require such studied and skillful 
co-ordination of effort as railway transpor- 
tation. Railway service in this country 
represents the sum of the efforts of nearly 
two million employes skilled in many di- 
verse lines of work with all their energies 
directed toward a common goal, the pro- 
duction of transportation. 


Take, for example, the Illinois Central 
System, including its Central of Georgia 
railway properties. The lines operated by 
this system comprise about 8,400 miles of 
first main track lying in fifteen states, and 
extending from Omaha, Sioux City and 
Sioux Falls on the northwest and Chicago 
on the north to New Orleans and Savannah 
on the south and southeast. This railway 
system, with its far-flung network of steel 
traversing the heart of America, facilitates 
communication and travel among hundreds 
of cities, villages and rural communities, 
gathering up their products for distribution 
and delivering to them the products of other 
regions. There are twenty-four operating 
divisions of this system, each a separate 
unit, but each an integral part of the whole 
structure. 


Approximately 73,000 persons are em- 
ployed in producing the transportation serv- 








Railway Service 





ice of the Illinois Central System. Only 
about 12,000 of these employes are engaged 
in actually running trains. Of the remain- 
ing 61,000 employes, 18,000 keep the cars 
and locomotives in condition, 23,000 main- 
tain the tracks, buildings and other facili- 
ties, and 8,000 operate freight and passenger 
stations, baggage rooms, dining cars and 
telegraph and telephone service, dispatch 
trains and do other work connected with 
the movement of trains. The clerical forces, 
storekeepers, janitors, watchmen and simi- 
lar employes number 10,800. There are 700 
specialists engaged in engineering, architec- 
ture, chemistry and other technical occupa- 
tions. There are 500 executives, division 
officers and staff assistants. 


The good reputation which the Illinois 
Central System enjoys is due to the effi- 
cient team work shown by its loyal em- 
ployes and the good will they have earned 
for it among its patrons. Each of these 
employes, whether in direct contact with 
the public or not, is a willing servant of the 
public, contributing his share toward the 
production of an unexcelled transportation 
service. Employes of the Illinois Central 
System are proud of the reputation they 
have gained, and the public may rely upon 
them to maintain the high standards of 
courtesy and efficiency that characterize 
Illinois Central System service. 


Constructive criticism and suggestions are 
invited. 
C. H. MARKHAM, . 
President, Illinois Central System. 
CHICAGO, November 2, 1925. 
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AKRON, OHIO—The 
& Storage 


ALBANY, N. 

Warehouse 

ATLANTA. “GA.—-Merchants & Manufacturers 

Warehouse 169 Haynes St. 

AUGUSTA GA.—The Hollingsworth Warehouses, 
556 Walker St. 

BALTIMORE, MD.—Baltimore pat Ware- 
house Co., 834 North High S 

aoe et aaaee -. Co., 45 


eo ALA, Warrant Warehouse Co., 
3500 Aven 


BOSTON MASS.—duiney Market Cold Storage 
Warehouse Co., 178 Atlantic Ave. 
BUFFALO, N. Y.—Buffalo Storage & Carting 

Co., 350 Seneea St. 


BURLINGTON, 1OWA—Mercer Transfer & 
Storage Co., Osborn & Center Sts. 

BUTTE, MONT.—Jones Storage & Transfer Co., 
Wyoming & Iron Sts. 

CHARLESTON, S. C.—Charteston Warehouse & 
Forwarding Co., 16 Hasell St. 

CHATTANOOGA, TENN.—Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 

CuIgAss, oe .—Griswold & Walker, Ine., 1525 


Newher 

CINCINNATI, OH!1O0—The Wallace Transfer & 
Forwarding 222 E. Front St. 

CLEVELAND, OHi0O—The General Storage Co., 
Orange Avenue Terminal 

COLUMBUS, OHIO.—The Merehandise Storage 
Co., 29 Vine St. 

DALLAS, TEXAS—The Dallas Transfer & Ter- 
minal Warehouse Co., Sante Fe Bidg. 
DAVENPORT, !OWA—Ewert & Richter Express 

& Storage Co., 320 E. 4th St. 

DAYTON, OHIO—The Union Storage Co., 101 
Bainbridge St. 

DENVER, COLO. red Transfer & Stgrage 
Co., 1700 15th St. 

DES MOINES, NOWA—Merchants Transfer & 
Storage Co., Sth & Mulberry Sts. 

DETROIT, MICH.—Merechants Warehouse Co., 
5620 Federal Ave. 

EL ane, TEXAS—El Paso Fireproof Storage 

be 1125 Texas St. 

eumien, N. Y.—A. C. Rice Storage Corpora- 
tlon, 607 Raliroad Ave. 

ERIE, PA.—The Union Storage Co. of - Erle 

Transfer Co., 


Knickerboeker Warehouse 
Cherry St. 


Y.—Albany Terminal & Security 
Co.. | Dean St. 


FA RO, N. _ D.—Union 
Northern Pacifie Ave. 

FORT DODGE, 1O0WA—Brady Transfer & Stor- 
age Co., 16th & Central Ave. 

FORT WAYNE, IND.—Pettit’s Storage Ware- 

house Co., 414 E. Columbla. 

FORT WORTH, TEX.—Fort Worth Warehouse 
& Storage Co., 201 South Calhoun St. 
vase. CALIF.—State Center Warehouse & 

old Storage Co., 747 ‘“‘R” St. 
GALVESTON. TEXAS—Wiley & Nicholls Co., 


35 
GRAND’ a MICH.—Kent Storage Co., 
59 Front A 
GREEN BAY, v*WwiS.—Green Bay Transfer & 
Storage Co., 212 South Washington St. 
HARRISBURG, PA.—Montgomery & Co., 25 


South (0th St. 
HARTFORD, CONN.—Hartford Despatch & 
Warehouse Co., 249 Asylum St. 


HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 

HUNTINGTON, W. VA.—Maler Sales & Storage 
Seventh Ave. 


Ce., 
INDIANAPOLIS, He iene ’ 
nero 9 pp Warehouse Co. 


Capito 
JACKSONVILLE, FL An Walon Terminal Ware- 
KALAMAZOG, “MIGHe-tatees “Sterne Ce 
q -—Natlonal ° 
309 East Water St. ates 


STORAGE - MERCHANDISE - DISTRIBUTION 
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YT, American Chain of Warehouses, Inc. © 


ESTABLISHED 1914 


-MENMBERS- 


KANSAS CITY, MO.—Adams Transfer & Stor- 
ge Co., West 4th St. 
KNOXVILLE, ne Fireproof Stor- 
ge Co., E. Depot St 
LEXINGTON, Ky Union Transfer & Storage 
Co., Spring & Vine Sts. 
LITTLE ROCK. ee Warehouse Co., 


LOS ANGELES CALIF.—Union Terminal Ware- 
house Co., 731 Terminal St. 


















SHIPPERS 


Ninety Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 





American Chain of 
Warehouses serve all 
territories. 





Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


LOUISVILLE, KY.—Loulsville Publlo Warehouse 
Co., Brook & Main Sts. 


LYNCHBURG, VA.—Lynchburg Storage Co., 
1324 Commerce St. 
MEMPHIS e, y —Patterson Transfer Co., 24 
North St. 
MILWAUKEE WIS.—Hansen Storage Co., 120 


erson St. 
MINNEAPOLIS, MINN.—Security Warehouse 
Co., 334 North (st St. 






os ALA.—Warrant Warehouse Co., Water 
Lipscombe 

NASHVILLE by M. Bond Fireproof 
Storage Go., 1609 Broadway. 

NEW BEDFORD. MASS.—Naew Bedford Stor- 

age Warehouse Co., 152 Front St. 

New! DEL SARS. LA.—United Warehouse Co., 
815 South Front St. 

New YORK CITY—F. C. Linde Co., 23 Variek St. 

Le Warehouses, Inc., 415 Green- 


wic bs 

OKLAHOMA CITY, OKLA.—O. K. Transfer & 
Storage Co., 330 West Ist St. 

OMAHA, NEB.—Bekins Omaha Van & Storage, 
806 South (6th St. 

PEORIA, ILL.—Federal Warehouse Co., 800 

. South Adams St. 

PETERSBURG, VA.—Southern Bonded Ware- 
house Corp., 22 South Market St. 

PHILADELPHIA, PA.—Merchants Warehouse 
Co., 10 Chestnut St. 

PORTLAND, MAINE—Galt Block 
Co., 30°’ Commercial St. 

ee ye ORE.—Holman Transfer Co., 8-12 


ront 

PROVIDENCE, R. !.—The Cole Teaming Ware- 

233 W. Exchange St. 

. C.—Carolina Storage & Dis- 

tributing Co., 108 W. Lane St. 

ROCK ISLAND, ILL.—Rock Island Transfer & 
Storage Co., 101 {7th St. 

SAN ANTONIO, TEX.—Scobey Fireproof Stor- 
age Co., 309 North Medina St. 

SAN DIEGO, CALIF.—Pioneer Warehouse Co., 
5th and K Streets. 

SAN. FRANCISCO, CALIF.—The Haslett Ware- 
house Co., 60 California St. 

SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 

SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 

SEATTLE, WASH.—Eyres Storage & Distribut- 
Ing Co., 301 Ry. Ave. So. 

SIOUX CITY, 10WA—Bekins Van & Storage 
Co., 114 Riverside Ave. 

SPRINGFIELD, MASS.—Eastern States Ware- 
house & Cold Storage Co., 385 Liberty. 

ST. JOSEPH, MO.—Terminal Warehouses of St. 
Joseph, Inc., Packers Ave. 

ST. LOUIS, Mo.—MecPheeters Warehouse Co., 
1104 North Levee. 

ST. PAUL, MINN.—Security Warehouse Co. 

SYRACUSE, N. Y.—Flagg Storage Warehouse 
Co., 100 Townsend St. 

TERRE HAUTE, IND.—Bauermelster Terminal 
Corp., 102 Wabash Ave, 

TEXARKANA, ARK.—Hunter Transfer Co., 319 


Warehouse 


E. Front St. 
TOLEDO, a ~ Truck & Storage 
Co., 108 Summit St. 


TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 

VANCOUVER, B. C.—Vancouver Warehouses, 
Ltd., 550 Beatty St. 

VICTORIA, TEXAS.—Victoria Compress & 
Warehouse Co., North St. 
WASHINGTON, D. C.—Merehants Transfer & 

Storage Co., 920 E St. N. W. 
WHEELING. W. VA.—Union 
Storage Co., Main, South & 
WICHITA, KAN.—Brokers Office & Warehouse 
Co., 143 No. Rock Island Ave. 
WICHITA eaAe. TEX. —— «Martin Trans- 
=. Storage & Forwarding Co., 1507 Lamar 


WILMINGTON, N. C.—W. B. Thorpe & Co., 
inc., Water & Ann Sts. 

WINNIPEG, CANADA—Boulton’s Storage, 230 
Princess St. 

YOUNGSTOWN, OH10—The Fisher-Giider Cart- 
age & Storage Co., 574 Mahoning Ave. 


Seema & 


1925 Directory, with Fall Information Regarding Facilities 


Phone Walker 4600 


0. V. HUKILL, Eastern Representative 
415 Greenwich Street 
New York City 


of Each Member, Available Upon Request 
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P. F. CASSIDY, Western Representative 
: 203 S. Dearborn St., Room 905 
Phone Harrison 3300 


Chicago, IIl. 
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A Dependable Railway 


A new world’s record for contjnuous locomotive performance was made in the 
latter part of September when Great Northern Engine No. 2517 completed a trip of 
3,588 miles without stops other than for fuel and water. 


Leaving Seattle at 4:30 P.M. Friday, September 25, with a Silk Train of 19 cars, 
this engine arrived in St. Paul at-11:05 P. M. Sunday night. Then at 9:05 Mon- 
day morning it started on its return journey pulling the 9 cars of the Fast Mail 
Train to Seattle, easily maintaining its 4714-hour schedule for the 1,794 miles, 
arriving in Seattle at 6:15 A. M. Wednesday, September 30, in excellent condition. 


In less than five days this engine had been in active service for 99 hours and 45 
minutes and had traveled 3,586 miles; a marvelous performance when you consider 
that the ordinary engine run is over a division of from 125 to 150 miles. 


Records like this are possible only when the equipment of 
the railroad is kept at the highest possible state of perfection; 
when the road-bed is of the latest construction, with curves 
eliminated, grades reduced to a minimum and tracks laid with 
heavy steel, and when the spirit of the men is back of the rail- 
road’s policy of Service. 


These are the things that have made the Great Northern — 
Railway known to passengers and shippers, alike, as a DE- Route of 
PENDABLE RAILWAY. The New 


Oriental 
Limited 
No Extra Fare 


Saint Paul, Minn. 
G. H. Smitton, Freight Traffic Manager 
A. J. Dickinson, Passenger Traffic Manager 


Great Northern Railway 








No 


No. 19 
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Take the Shortest Cut 
to Your Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a primary step to the elimina- 
tion of waste in distribution. 


Te Pennsylvania Railroad System invites you to 
take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and 
real money. They will furnish you with a prompt and 
efficient representation in your markets in ways which 
probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 


ENNSY LV4 Ny, 
RAILROAD 
SYSTEM 


ad 


Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
| _ Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
] The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia ‘Tidewater Terminal. Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 









Casteleire Building 


@ INDIANAPOLIS 
Merchants Bank Building 


@ HAVANA 





Boston Building 
Majestic Building 


@ DENVER 
@ DETROIT 


Wiggins Building 
Hippodrome Building 


@ CINCINNATI 
@ CLEVELAND 






Ellicott Square Building 


@ CHICAGO 
Southern Pacific Bldg. 


UFFALO 





@ B 


Spy 





Woodward Building 


@ BOSTON 
Old South Building 


@ BIRMINGHAM 





Healey Building 
Union Trust Building 


@ ATLANTA 
@ BALTIMORE 
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Safety—Proceed 3 2 
_ No greater progress has been manifested than in-the creation and establishment of automatic block «Ss =° 
signals. They light the way to safety, and clothe train operation with security. Splendid sania 5 2 Pe 
— —_ . — =, ~~ neither creed a opponent. Breaking the horizon as it constantly oJ =e 
roaches, ey e watching engineman the sto f fet i al 
he tee ry of safety or danger, in language that needs a 25 
t & 
= 
S 
i i 


